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MOTOR VEHICLE TAXATION 


The issue still seems to be confused, in some 
quarters, as to motor vehicle common carrier taxation 
for the use of the highways. Those who think no further 
burden should be imposed on the motor vehicles point 
to the huge amount of money they pay annually in taxes 
and license fees. But this is not the point. 
pay too much or too little in this respect. 
know. 


They may 

We do not 
The point made by us and others who agree with 
us is that the common carrier motor vehicle, whatever 
else it pays in taxes and license fees, which taxes and 
license fees are also paid by private vehicles, ought to 
pay something in addition for the privilege of using 
the highways as a place of business. This principle 
is already recognized in some states. It should be 
recognized in all states and interstate. It seems to us 
that it is not open to question. The only question 
should be how much and how. The motor bus and 
motor truck on the highway are a nuisance, as is a 
huge motor passenger bus on the streets of a city. They 
may be and are, in most cases, perhaps, a nuisance war- 
ranted by the service they give and the necessity they 
fill. But they should pay to the public something for the 
privilege of inconveniencing the public and using the 
public’s highway for the transaction of their business 
for profit. What they pay in taxes and license fees 
under the system that applies to all automobiles has 
nothing to do with the case. 


RAILROAD REVENUE 


For the seven months ended with last July the class 
one railroads of the country brought their net earnings 
to a point in excess of the five and three quarters per 
cent of their tentative valuation for rate-making pur- 
poses, established as adequate by the Commission, under 
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the law authorizing and instructing it to fix the valuation 
and the percentage figure, except for the first year 
after the enactment of the law, when the percentage 
was fixed by the law at six per cent. The net, for the 
country as a whole, was 5.90 per cent. The southern 
carriers earned far in excess of this average, their net 
being 6.77 per cent. The eastern carriers were not far 
behind, with 6.61 per cent. The western carriers con- 
tinue to hold the bag, with 4.77 per cent. 


This prosperous condition has been reached by the 
carriers by the adoption of measures of economy and 
efficiency and by reason of heavy traffic, due to the 
sound commercial condition of the country, the car 
loadings for the week ending August 28, for instance, 
being the largest in the history of the roads. Some will 
say also, no doubt, that exorbitant freight rates or mal- 
adjustments of freight rates have contributed to the 
profit. This is as may be, but we do not find cause for 
grief in the prosperity of the railroads. though some 
others probably will. It is a fact that may be accounted 
for more or less satisfactorily by those who care to 
speculate on the subject, that professional industrial 
traffic men will cavil at this showing and seek to find 
in it justification for reductions in rates, while their 
employers—the presidents and other executives of in- 
dividual industries and the members of. chambers of 
commerce who employ experts to direct their traffic 
bureaus—congratulate themselves and the country— 
if they are Republicans—on the prosperous condition of 
industries, and—if they are Democrats—pull long faces 
while they admit that, in view of the country’s pros- 
perity, it will be hard for the outs to get in at the next 
national election. In other words, business prosperity 
in general, is a thing greatly desired and warmly wel- 
comed when it comes—except when it comes to the 
railroads. Then it is a reason for saying all sorts of 
mean things about them and demanding that their profits 
be cut. 


One thing that stands out in the record of the 
revenue showing is that, if the standard of five and three 
quarters per cent is to stand, the western carriers need 
the increase in revenue which the Commission recently 
denied, on the theory that no emergency had been shown 
to exist. There is, perhaps, no emergency, but there is 
such a thing as law and even consistency. Both demand 
that there should be an increase in the rate level in the 
west. If not, then there should be a decrease in the 
east and the south. 
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INTERCOASTAL REGULATION 

J. E. Cushing, traffic manager of the American- 
Hawaiian Steamship Company, whose views in opposi- 
tion to proposed regulation of intercoastal steamship 
traffic we published, with editorial comment, in a recent 
issue of The Traffic World, has made an address on the 
same subject before the Pacific Traffic Association, some 
parts of which, we think, warrant additional comment. 

Mr. Cushing enumerates those who favor inter- 
coastal regulation as follows: 

The seaboard shippers (and in fairness to all I firmly be- 
lieve only a small minority) who are willing to sell their birth- 
right for a mess of pottage and who sincerely believe that the 
discomforts of fluctuating rates outweigh the advantages of the 
cheap and flexible tariffs which water transportaion can offer. 


The middle western shippers who want.to have the cake of 


their own interior location and eat that of their seaboard com- 
petitor. 


The bureaucrats and those so-called political economists 
who believe that the government should regulate anything and 
everything—possibly on the theory that the more regulation, the 
more jobs. 


Certain of the intercoastal lines who want higher freight 
rates and seem firmly convinced that some magic power in 
Washington can upset the laws of supply and demand. 

And last, but far from least, the transcontinental railroads 
whose case, although a selfish one, is the best of all these cases, 
and who naturally object to fighting a man whose hands are free 
when they themselves have one hand tied. 

Surely, though Mr. Cushing, after the manner of an 
advocate in argument, discounts the views of his oppo- 
nents, this is at least as formidable an array, in number 
and importance, as can be marshalled by the other side. 
And there is at least one more class, omitted by Mr. 
Cushing, that can be added. That class is composed 
of those who, from a purely disinterested point of view, 
thinking of transportation and all its agencies as a 
whole and with the greatest good to the greatest number 
in mind, believe that, with the purpose of bringing about 
a coordinated system of transportation for the benefit 
of commerce, the same principles ought to be applied, 
as far as possible, to all agencies of transportation, and 
that no class or classes ought to be taxed, in any way, 
for the benefit of some other class or classes. In this 
class The Traffic World belongs. It and those who 
believe with it may be wrong in principle or in some 
of the practical details of their plan, but their views are 
entitled to consideration without discount as to motives. 


Mr. Cushing says the question now is not what kind 
of regulation can be or ought to be adopted, but whether 
there should be any regulation. Those who oppose reg- 
ulation, he says, feel entitled to ask those who favor it 
“to answer the question, not how, but why?” It is to 
that question that we have been endeavoring to address 
ourselves in what we have had to say on the subject. 
We realize that there are many practical obstacles to 
efficient and fair regulation of the intercoastal steam- 
ships, but we believe the problem ought to be approached 
on the theory that regulation is wise, if possible, and that 
then the attempt should be made to surmount the prac- 
tical difficulties in the way of such regulation. 

In this, we do not classify ourselves with those 
bureaucrats and political economists who, Mr. Cushing 
Says, believes the government should regulate anything 
and everything. We admit that there may be too much 
regulation. We are willing even to admit—more, to 
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assert—that there is too much regulation of the railroads. 
But, wise or unwise, in principle or in the extent of its 
application, the country has adopted a policy of rigid 
regulation of its rail carriers. What is right and proper 
for one system of transportation is right and proper for 
another in competition with it. This is recognized in 
the movement under way for the regulation of motor 
vehicle carriers. In no other way can the coordination 
of all our transportation agencies, that is so much talked 
of and so widely advocated, come about. If there is too 
much regulation of the railroads it should be abated, of 
course, and, to that extent, not applied to intercoastal 
steamships, inland waterway carriers, or motor vehicle 
carriers. But, to the extent that it is held to be necessary 
for rail carriers and enforced against them, we can see no 
reason for departure in the case of other agencies of 
transportation, except, of course, as may be practically 
necessary because of inherent differences in the business. 
We do not say that all agencies of transportation should 
be regulated in exactly the same way, but we do say 
that the same principles should be applied, as far as 
possible. 

Mr. Cushing, as always, is eminently fair in what 
he has to say. For instance, he says that, if Panama 
Canal tolls are not sufficient to pay for that part of it 
allocated to commercial use, then the tolls should be 
raised. That far, at least, he is in agreement with us. 
The situation would be much simplified if all those who 
look on the Panama Canal as furnishing them a “natural 
geographical advantage” could be brought to see that it 
is an artificial advantage, provided by the taxpayers of 
the country, and that they should pay for its use on a 
commercial basis. 


READING CONTROL OF L. & N. E. 


The Trafic World Washington Bureau 


The application of the Reading to acquire control, by 999- 
year lease, of the Lehigh & New England, was opposed by the 
Pennsylvania railroad at the hearing in the proceeding before 
Assistant Director Burnside, of the Commission’s bureau of 
finance, September 8. 

In attendance at the hearing were Samuel Rea, formerly 
president of the Pennsylvania; Daniel Willard, president of the 
Baltimore & Ohio; George M. Shriver, senior vice-president of 
the Baltimore & Ohio; Clyde Brown, general solicitor of the 
New York Central; E. G. Buckland, vice-president of the New 
Haven; A. H. Elder, general solicitor of the Central of New Jer- 
sey, and other officials of roads interested in the Reading 
proposal. 


Agnew T. Dice, president of the Reading, testifying in sup- 
port of the application, said the lease of the L. & N. E., for 
which the approval of the Commission was sought, was in line 
with the tentative report of the Commission in the railroad con- 
solidation proceedings “in which the natural unity of the Read- 
ing and Lehigh and New England was recognized.” 

“Study of the situation,” he continued, “leads to the con- 
clusions stated in my testimony in the consolidation case that 
there were sound reasons for the finding of the Commission that 
the Lehigh and New England should be grouped with the Read- 
ing. Indeed, the advantages of uniting the Lehigh and New Eng- 
land and Reading have been well understood since the Reading 
originally, in the year 1892, secured the Poughkeepsie bridge 
route to New England by leasing the Pennsylvania, Poughkeep- 
sie and Boston railroad and the Central Railroad of New Eng- 
land. The Pennsylvania, Poughkeepsie and Boston railroad, 
originally extending from Slatington to Campbell Hall, was the 
predecessor of the Lehigh and New England. The Central New 
England is now a part of the New Haven system. This lease 
will restore to the Reading the direct all-rail connection with 
New England which we first endeavored to effect many years 
ago.” 

Mr. Dice said that, in 1925, the Lehigh & New England in- 
terchanged a total of 96,275 loaded cars with the Reading and 
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the Jersey Central railroads. In the same year the Lehigh & 
New England, he said, interchanged with all connections 166,886 
loaded cars. With respect to coal supply for New England, he 
said it was evident that, in conjunction with the Reading, the 
Lehigh & New England would give New England consumers 
more direct access to a much larger producing territory than 
was available now. - 

“The traditional policy of the Reading in holding open its 
lines and terminals for the traffic of all its connections is so well 
understood that it will suffice here to say that this policy will 
be applied to the Lehigh & New England and the Reading will 
welcome, and guarantee the prompt and efficient handling of all 
the traffic which the shipping public, the connections of the 
Lehigh & New England and our connections may at any time 
route via the Lehigh & New England,” said he, adding that this 
declaration of policy was unanimously approved by the board 
of directors of the Reading at a meeting held June 1, 1926. 

Mr. Dice dwelt on the increase in traffic and revenue of the 
Lehigh & New England in connection with discussion of the pro- 
posed annual rental of $1,069,000 for the property in addition to 
meeting certain obligations of the lesser company. In 1912, he 
said, there was a deficit of $9,991; in 1913, the net income was 
$358,184; in 1914, $547,111. He said the best year was 1923, 
when the net income was $966,984. In 1924 the net was $850,283. 
He said that that was the last full year for which the earnings 
might be considered reasonably normal as the anthracite coal 
strike caused a heavy loss in traffic and revenue in both 1925 
and 1926. 

“Having achieved the notable success indicated by these 
figures,” said Mr. Dice, “the parties who built up the Lehigh & 
New England railroad from the original struggling and bank- 
rupt lines were naturally unwilling to make a long term lease 
on terms which gave them no share in the future prosperity of 
the property for which they laid the foundations. When we de- 
veloped the amount of the rental for which the owners of the 
Lehigh & New England were willing to lease it and found that, 
in round figures, the rental was $200,000 more than the net in- 
come for 1924, careful consideration was given to the economies 
which would be effected from operating the Lehigh & New Eng- 
land as part of the Reading system.” 


Mr. Dice said it was found that a substantial saving could be 
effected through the consolidation of general office staffs and 
departments, station and switching forces and car and engine 
repairs. He said it was also found that both the Reading and 
the Lehigh & New England would save empty car mileage on cars 
they now returned empty to avoid the per diem charges they 
now paid to each other and that there would be a large saving 
in money and transportation to the Lehigh & New England from 
the reduction of empty car mileage on the box cars which they 
now hauled from Maybrook in excess of interchange re- 
quirements. 


“It is sufficient here to state that, on a conservative esti- 
mate, these economies will result in a total saving of approxi- 
mately half a million dollars a year,” said Mr. Dice. 

In conclusion, Mr. Dice said: 


The lease will enable us to provide a direct all rail route under 
one management between our Reading territory and gateways and 
New England. This will make possible many improvements in service 
and will, we believe, attract to the Lehigh and New England a much 
greater volume of pass-over traffic than this line has ever before 
been called upon to handle. 

The Commission on several occasions has spoken with disapproval 
of the circuitous route via Newberry Junction and the New York 
Central by which Reading anthracite now moves to points in northern 
New York and New England. If the lease is approved, such changes 
and improvements will promptly be made as will enable us to handle 
this anthracite via Tamaqua and the Lehigh and New England. The 
opening of these new anthracite routes will be very beneficial par- 
ticularly to the people of northern New England and will result in 
a material saving in transportation, as in many instances the mileage 


via the Lehigh and New England to the junction with the New Eng-~ 


land lines will be only half as great as the mileage via the present 
circuitous routes. , : 

As I have previously mentioned, the lease will enable us to im- 
prove existing routes and open additional routes via the Shippens- 
burg and Hagerstown gateways between New England and southern 
and western territory. The through routes between New England 
and southern and southeastern territory which pass through the 
Potomac Yard or Norfolk operate via Baltimore, Philadelphia and 
New York Harbor. Traffic moving via these routes must be inter- 
changed with the New England Lines at New York, necessitating 
float service through New York Harbor or movement through the 
congested Jersey Shore territory in addition to movement through 
the congested territory of Baltimore and Philadelphia. With in- 
creasing cdngestion along the Atlantic seaboard and at New York, 
it will become more important for shippers in New England and any 
other parts of the country who ship into New England to secure the 
development of efficient routes operating through Hagerstown and 
Shippensburg and avoiding the congestion along the seaboard be- 
tween Potomac Yard and New York. The development of these in- 
land routes will also stimulate competition for traffic to and from 
New England with resulting benefit to the public. 

The details as to the traffic situation that will result from the 
union of the Lehigh and New England with the Reading will be given 
by Mr. Hilleary. I wish, however, to make it clear that every route 
and channel of trade of which the Lehigh and New England Rail- 
road is now a part will be preserved by the Reading in operating the 
Lehigh and New England under lease. In addition we shall offer to 
our connections numerous additional routes which we believe will 
be more advantageous than some of those now existing. 

It will thus be seen that the lease fulfills every condition laid 
down by Congress in the transportation act for the guidance of the 
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Commission in the consolidation of the railroads in that it will pre- 
serve existing competition and every route and channel of trade via 
the Lehigh and New England Railroad. 


In addition, it will promote the public interest: 
By increasing wholesome competition for the New England traffic; 


By increasing the efficiency of equipment and conserving trans- 
portation; 


By providing shorter and more direct routes for the transporta- 


tion of anthracite and bituminous coal to northern New York and 
New England; 


By the improvement of existing routes and the opening of new 
routes between New England and southern and western territory 
via the Shippensburg and Hagerstown gateways. 


Henry Wolf Bikle, general attorney of the Pennsylvania, 
cross-examined Mr. Dice. He brought out that the Commis- 
sion’s tentative consolidation plan grouped the Lehigh & New 
England and the Reading in a system with the Baltimore & 
Ohio—that the Lehigh & New England was to be a part of a 
larger system. He also developed that the Reading had sug- 
gested changes in the tentative plan. Mr. Bikle also questioned 
Mr. Dice as to estimated savings that would accrue under the 
lease, indicating a belief on the part of the Pennsylvania that 
the total amount the Reading would pay under the lease would 
absorb such savings. Questions also were asked as to the in- 
crease of anthracite. fields tributary to the Reading that would 
result if the Lehigh & New England became a part of the 
system. 

The Pennsylvania’s position in the case is that it has a 
direct physical connection with the Lehigh & New England at 
Martin’s Creek, Pa.; that it is in considerable competition with 
the Reading and also with the New York Central and the Balti- 
more & Ohio, which have. controlling stock interests in the 
Reading; that the interest of the Pennsylvania would be ma- 
terially and prejudicially affected by consummation of the lease 
and that the proposed lease was not only inimical to the interest 
of the Pennsylvania but that it was not in the public interest. 
The Pennsylvania believes that the line should be continued 
as an open or “bridge” line to reach New England and that 
traffic relations with the Lehigh & New England and its owner, 
the Lehigh Coal & Navigation Company, and other shippers 
should not be disrupted. At one time the Pennsylvania proposed 
negotiations with the N. Y. Cand the B. & O. to see whether 
it was possible to agree on a plan whereby it would participate 
in the operation of the L. & N. E. rather than having the prop- 
erty leased exclusively to the Reading, but it is understood 
nothing came of the proposal. 

The Baltimore & Ohio filed an intervening petition in sup- 
port of the Reading application. Mr. Buckland, of the New 
Haven, urged that if the application were approved, provision 
should be made for keeping the routes via the L. & N. E. open. 
E. D. Hilleary and C. H. Ewing, vice-presidents of the Reading, 
gave testimony in support of the general statement made by 
Mr. Dice. F. J. Fell, Jr., deputy controller of the Pennsylvania, 


put in an analysis of what the lease of the L. & N. E. would 
cost the Reading. 


IRON AND STEEL INCREASE 


The Trafic World Washington Bureau 


Substantial increases in switching rates on iron and steel 
articles between industries with individual or private sidetracks 
within the Chicago switching district are provided for in supple- 
ment 9 to Agent C. W. Galligan’s Chicago Switching Tariff 21-L, 
I. C. C. 63, effective October 10, which was received by the 
Commission September 8. The present rates range from 2% 
cents to 3 cents per 100 pounds, minimum 60,000 pounds. The 
proposed rates are from 5% to 6% cents, minimum 60,000 
pounds. The supplement provides for an alternate application 


of a rate of 8 cents per 100 pounds, with minimum of 36,000 
pounds. 


RATES ON IRON AND STEEL 


Hearing was begun September 9 in I. and S. 2713, iron and 
steel articles between points in Illinois Freight Committee ter- 
ritory, before Examiner W. J. Koebel, at Chicago. This was a 
joint hearing and considerable delay took place before the ap- 
pearance of a representative of the Illinois commission. 

F. E. Webster, for railroads in the Chicago district, made 
a statement of the position of the carriers on one point of con- 
tention involved, which was the rate from Chicago Heights 
to Chicago on iron and steel articles that had been raised to 
eight cents a hundred in the tariffs proposed and suspended. 
It was the contention of shippers at Chicago Heights that they 
should have the Chicago switching district rate and be in accord 
with the district in any adjustment. Mr. Webster presented 
the, view of the carriers, after some discussion, to the effect that 


they were willing to allow the same rate to Chicago Heights as 
to the switching district. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Exercise for Gray Matter.—Brain convolutions, it is popu- 
larly supposed, are created by the amount of exercise a man 
gives his brain. A thought in connection with the Salt Lake 
and Utah Case (I. and S. 2458, No. 1812, Salt Lake and Utah vs. 
Atchison, Topeka & Santa Fe et al. and I. and S. No. 2711) 
is that there is no excuse for one interested in that nebulous 
thing called the railroad problem pining for new fields in which 
to give his brain employment. The problem is nebulous be- 
cause there are so many separate and distinct and relatively 
small things in its composition that a quick glance shows it, 
perhaps, as merely a milky way. In the Salt Lake and Utah 
case the Commission lays down the proposition that the finan- 
cial status of the protestant (Salt Lake and Utah) is only one 
of the elements in the question before it and not necessarily 
controlling. It further says that only in those instances where 
some advantages will accrue to parties other than a petitioning 
weak line does it believe it should exercise its powers under para- 
graph 8, of section 15, to compel through routes and joint rates. 
That discussion of its duty toward weak lines brings up recol- 
lections of other weak line cases. For instance, there is the 
Southwest Missouri, which, like the Salt Lake and Utah, is an 
electric road hit in the solar plexus by the coming of hard- 
surfaced roads and automobile trucks. The Commission deemed 
its duty to the relatively weak steam lines serving the zinc 
mines to be such that it warranted a finding that the draymen 
bringing ore to its shipping points were the agents of the 
shippers, thereby causing considerable grinning among those 
who can recall that, in many places, big railroads use draymen 
to perform terminal services for them, without anyone thinking 
of the draymen as agents of the shippers. The Salt Lake and 
Utah decision, however, will not provoke titters because the 
Commission, presumably warranted by the facts, asserts that it 
is undisputed that protestant’s participation in the routes under 
consideration will result in needless delays and in a considerable 
added expense of operation. There was no such allegation in 
the Southwest Missouri case. In that case, as many see it, 
the Commission, on grounds that did not look so good as those 
in the Salt Lake and Utah case, decided that its duty was to 
protect the steam lines from the competition of a combination 
of an electric line and automobile trucks, the latter not obvi- 
ously under the control of the former, but, for the purpose of 
hauling ore, a combination of two methods of transportation. 
In the Salt Lake case, however, there is not much, if any, ques- 
tion of protecting the revenues of the large trunk lines. In the 
tap line cases the Commission protects the supposedly strong 
steam lines from the exactions of supposedly weak lines, which, 
however, being owned by the shipper, use the power of traffic 
routing to obtain divisions so large as to savor of a rebate to 
the proprietary interest, though, if the tap line were owned 
by one not a shipper, the divisions might not be deemed unrea- 
sonable. There is a feeling among those who have been inter- 
ested in the terminal question that it will be easy for the Com- 
mission to overdo the protective work committed to its care 
by the legislation of 1920. Store door delivery, many of them 
believe, is the solution for terminal problems. The latter pre- 
sent two phases—congestion and expense. The truck seems 
the one agency that may solve the problem in each of its 
phases. If the Erie, the New Haven, the Lehigh Valley, and 
the Baltimore and Ohio may employ trucks in and around New 
York, the query may arise, pointedly, why an electric road in the 
zinc region may not employ the truck, even if, thereby, the 
competition with the existing steam lines is increased. Truck 
deliveries in Manhattan increase competition. Frequently, com- 
petition hurts the revenues of one carrier. Where, it might be 
asked, will the Commission draw the protective line, when the 
truck becomes irritating to some other carrier? 





New Haven Takes to Trucks.—The New Haven intends deal- 
ing by the truck method with some of the traffic it has been 
handling over the Harlem River terminal, with a view to cut- 
ting down expenses for piers on Manhattan Island. The Erie 
started that several years ago. The New Haven, however, has 
eTails to Manhattan Island and is not, as is the Erie, wholly 
dependent on the car float. As in the case of the Erie, the 
New Haven is establishing a freight station on an imaginary 
Spot on 59th street. It will pay the trucking company to haul 
to that point. The shipper will bear the expense beyond. The 
additional expense is so small, in comparison with what it would 
be were the shipper to hire a truck to haul from the imaginary 
point, that no trouble is expected; that is, the shipper will not 
desire to do his own trucking from the imaginary point to his 
warehouse. The New Haven has made a contract with a truck- 
ing company. It is understood, however, that the business is 
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not to be confined to one company if and when its volume be- 
comes great enough to warrant an expansion. However, the 
thought is that that is a bowing to a technicality to satisfy the 
views of the Commission on that point. A shipper cannot, as 
a matter of right, demand that a carrier let him perform part 
of the common carrier service. Nor is a common carrier re- 
quired to hire everybody because it hires somebody. Inasmuch 
as the trucking company is to perform a common carrier service, 
it might be asked how it came about that an exclusive contract 
for its performance would not be legal. If the trucking com- 
pany were also a shipper, the idea that it should not receive 
an exclusive contract, it might be admitted, would rest on a 
fair foundation. 





My Kingdom for a Horse.—In a way of speaking, the treas- 
ury of the United States is offering a kingdom for an alcohol 
denaturant that will baffle chemists employed by bootleggers. 
There has been such an uproar against the use of wood alcohol 
(methanol is the name the chemists use so as to have a precise 
term) as a denaturant, that the treasury would be pleased to 
have someone find a denaturant, altogether harmless, with so 
nauseating a smell or taste or smell and taste combined, that 
it might do away with the use of wood alcohol, a deadly poison. 
It is inclined to the belief that its chemists have found what 
they have been hunting. It is described as complex compound 
of oil. It sounds mysterious, but the mystery cannot impress 
anyone old enough to remember the compound of rotten eggs 
and decayed fish smell of petroleum found in northwestern Ohio 
and Northern Indiana. The meat packers have been held ineffi- 
cient only in that they have not found a use for the squeal of 
the pig. If the treasury chemists have found the denaturant 
they have so incompletely described, there is no doubt in the 
minds of those who remember the Ohio oil that suggests they 
will be one up on the packers. They have found the essentials 
that produced the bouquet of the thing that made Findlay and 
Lima famous thirty or forty years ago. If there had been no 
war between the units composing the United States, the chem- 
ists might not have had the task they claim to have about com- 
pleted. Prior to the Civil War, there was no tax, or, at least, not 
a heavy one, on alcohol or alcoholic beverages. When money 
for war purposes was needed, a heavy tax was imposed. Then 
the internal revenue man, thinking only to be sure the tax had 
been paid on all the beverages a man might have in stock, in- 
sisted that all liquors be kept in a compartment distinct from 
the groceries. That was the beginning of the saloon. Prior to 
that time the tap room in the tavern was about the only place 
outside his own home in which a man could get “plastered,” 
“oiled,” “lit,” or “soused.” The saloon brought the abuse to 
a head and produced prohibition. It made drinking expen- 
sive in comparison with what it had been when a citizen could 
buy a tin cup full of whisky for three cents. Prohibition seems 
to have made it still more expensive; hence, the determination, 
apparently, of many to have something alcoholic at every party 
of any pretensions. 





Sligo Rule Oil Cases.—Application for reargument and recon- 
sideration has been made in Nos. 15877 and 15878, Standard Oil 
Company (Indiana) vs. Atchison, Topeka and Santa Fe et al. 
the cases in which a division of the Commission decided, in 
effect, that it would upset the rule in the Sligo Iron Store case 
in instances in which the complainant was pecuniarily corpulent 
and one or more of the defendants without any financial up- 
holstering. In support of that application, Clark and LaRoe 
review the law on the subject and point out that, for forty 
years, the Commission has been trying to build up a system 
that makes for definite tariff publications that must be re- 
spected, regardless of the financial condition of the carrier or 
the shipper. In this case, the division that proposed that the 
Commission eat crow on the Sligo case expressed solicitude for 
the welfare of some of the carriers and pointed out that the 
act, as revised in 1920, made it the keeper of the carrier revenue, 
if not carrier conscience. The Standard, in a 70-page brief, 
pointed out, perhaps, 200 cases in which the report of the divi- 
sion will overturn, if approved by the whole body. Among other 
things, it suggested that, since the Poor grain case (12 I. C. C. 
418) the Commission and the courts had laid it down as un- 
qualified that it was the duty of the carrier to collect and the 
shipper to pay the published charge, regardless of whether the 
carrier was rich or poor or the shipper unable to keep ahead of 
the sheriff. It pointed out that no one had ever suggested that 
a shipper should be relieved from paying the regularly published 
charges because he was poor. It also pointed out that the com- 
mission has no equity power and that thé complainant, in these 
cases, was not asking for anything other than the return of over- 
charges, which it reminded the Commission could not be con- 
ditioned on whether the carriers were poor or opulent. It also 
remarked that there was no shuffling of cars through the con- 
gested terminals of St. Louis and East St. Louis, but that, even 
if there were, the shippers were not to be penalized for exer- 















































































































564 


cising their legal right to ship in accordance with published 
rates 





Introducing Our Mr. New Fly.—There is joy and gladness 
in the Smithsonian Institution. It has identified a new fly, one 
which may be enlisted in the army mobilized to fight other 
insect pests, that being man’s way of fighting one insect by 
employing another. The fly had not been identified by those 
for whom he was doing valiant service. He was found in the 
Malay States and sent to the Institution because it had been 
discovered that he was efficient in attacking a breed of cater- 
pillar that was destroying cocoanut palms in that part of the 
world. The entomologist of the Malay States sent it to the 
Smithsonian Institution, where Dr. Aldrich, curator of the Divi- 
sion of Insects of the National Museum, identified it as a new 
kind and christened it ‘“Ptychomyia remota.” Recently Dr. 
Aldrich received a letter from the acting superintendent of 
agriculture in Fiji, where a caterpillar similar to that in the 
Malay States has been preying on the cocoanuts. The latter 
announces the introduction of “Ptychomyia remota” from the 
Malay States. “This fly,’ continues the letter, “has spread 
amazingly and is now thoroughly through areas infested by the 
caterpillar. Everywhere it has parasitized from 70 to 90 per 
cent of the caterpillars, and the situation is now so satisfactory 
that we have stopped, for the time being, at least, introducing 
further parasites, as it now seems that Ptychomyia may be 
sufficient by itself. We now propose to watch the situation 
another six months, after which time we shall be able to gauge 
pretty closely the degree of control that is being effected by 
your fly.”—A. E. H. 


COMMISSION ORDERS 


The United Hide & Fur Company has been permitted to in- 
tervene in No. 18216, National Leather Company vs. Santa Fe 
et al. 


Swift & Company has been permitted to intervene in No. 
18405, Interstate Cotton Oil Refining Company vs. Chicago, 
Burlington & Quincy et al. 


Marquette Coal & Mining Company has been permitted to 
intervene in No. 18504, Chicago Coal Merchants Association vs. 
Chicago & North Western. 


The Pittsburg & Shawmut has been permitted to intervene 
in No. 18514 and Sub. No. 1, Acme Coal Company et al. vs. Balti- 
more & Ohio et al. 


The Waco, Beaumont, Trinity & Sabine Railway Company, 
R. C. Duff and Trinity Chamber of Commerce of the city of Trin- 
ity, Texas, have been permitted to intervene in Finance No. 
5679, In the Matter of Application of the Kansas City Southern 
Railway for authority to acquire control of the Missouri-Kansas- 
Texas Railroad by purchase of a majority of the outstanding 
capital stock. 


The Waco, Beaumont, Trinity & Sabine Railway Company 
and R. C. Duff have been permitted to intervene in Finance No. 
5680, In the Matter of Application of Missouri-Kansas-Texas 
Railroad for authority to acquire control through stock owner- 
ship, not involving consolidation, of the St. Louis Southwestern 
Railway. 


The Commission has denied the petition of Agent F. A. 
Leland, dated August 9, 1926, for postponement of effective date 
of fourth section order No. 8976, with respect to rates on live 
stock from points in Texas to Cincinnati, O., Louisville, Ky., 
Indianapolis, Ind., and related points, sufficient justification not 
having been shown. 


Frank Bond and M. Lyon & Company have been permitted 
to intervene in No. 18193, Boston Wool Trade Association vs. 
Apache Railway et al. 


The Cotton Manufacturers’ Association, New Bedford Board 
of Commerce and Fall River Chamber of Commerce have been 
permitted to intervene in No. 18418, Manville Jenckes Company 
vs. Akron, Canton & Youngstown et al. 


The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 854, El Paso Union Passenger 
Depot Company, valuation No. 857, Detroit, Toledo & Ironton 
Railroad et al., and valuation No. 863, the Galveston, Harris- 
burg & San Antonio Railway. 


The Commission has reopened fourth section application 
No. 3746 of Missouri, Kansas & Texas Railway, for further 
hearing at such time and place as it may hereafter direct. 

The Commission has reopened for further hearing at such 
time and place as it may hereafter direct, fourth section ap- 
plications Nos. 163 and 169 filed by Chicago, Rock Island & 
Pacific Railway Company. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, fourth section appli- 
cation 1871, filed by W. H. Hosmer. 

The Southern Cotton Oil Company and Southport Mill, Ltd., 
have been permitted to intervene in No. 18066, Little Rock 
Chamber of Commerce vs. Alabama Great Southern et al. 

The petition of defendant, Seaboard Air Line, for modifica- 
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tion of report in No. 16074, Crescent Bed Company vs. Alabama 
& Vicksburg Railway et al., is denied. 

The Commission has reopened for reconsideration on the 
record as made, No. 16074, Crescent Bed Company vs. Alabama 
& Vicksburg et al. 

The order entered in No. 16323 (and Sub. Nos. 1 to 3, in- 
clusive), Scott County Milling Company et al. vs. Butler County 
Railroad et al., on July 12, 1926, which was by its terms to 
become effective on Sept. 10, 1926, is modified so that it will 
become effective on October 9, 1926. 

The Pennsylvania Railroad Company has been permitted to 
intervene in finance No. 5639, in the matter of application of 
Reading Company for authority to acquire control of Lehigh 
and New England Railroad Company by lease and other track- 
age arrangements. 

The Board of Railroad Commissioners of the State of North 
Dakota has been permitted to intervene in No. 17579,, and Sub. 
No. 1, Ruggles & Rademaker vs. Akron, Canton & Youngstown 
et al., and in No. 17968, American Salt Company. et al. vs. Akron, 
Canton & Youngstown et al. 

The West Coast Lumbermen’s Association has been per- 
mitted to intervene in No. 18501, Badger Lumber and Coal 
Company et al. vs. Santa Fe et al. 

The Pine Bluff Chamber of Commerce has been permitted 
to intervene in No. 18513, Little Rock Chamber of Commerce 
vs. Chicago, Rock Island & Pacific et al. 

The Commission has permitted the Southern Minnesota 
Mills to intervene in No. 18616, Minneapolis Traffic Association 
vs. Chicago, Milwaukee & St. Paul Railway, H. E. Byram, Mark 
W. Potter and Edward J. Brundage, receivers. 

The Commission has modified its report in No. 17450, W. G. 
Bush & Company vs. Louisville & Nashville et al., by striking 
out the words and figures “minimum 30,000 pounds” in line 33 
on page 3, and its order therein, by striking out the words and 
figures “minimum 30,000 pounds” in line 21, upon defendants’ 
petition for modification of its report and order entered therein 
on July 17, 1926. 

The Commission has reopened, for further hearing, No. 
15833, Keokuk Shippers’ Association et al. vs. Baltimore & Ohio 
et al., on September 20, 10 o’clock a. m., standard time, at room 
2001 City Hall Square Building, Chicago, Ill., before Examiner 
Hall. 

The Commission has dismissed the complaint in No. 18010, 
Green Foundry & Furnace Works vs. Chicago, Milwaukee & 
St. Paul et al., upon request of complainants. 

The Commission has dismissed No. 16810, Lufkin Rule 
Company vs. Michigan Central et al., upon complainants’ request. 

The Commission has denied the defendants’ application for 
postponement of effective date of order entered in No. 17214, 
Stott Briquet Company vs. Pennsylvania et al., and No. 16095 

(and Sub. No. 1), Armour & Company et al. vs. Chicago, Mil- 
waukee & St. Paul Railway et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2752, the Commission has suspended from 
September 8 until January 6, 1927, the operation of certain 
schedules as published in the following tariffs: 


F. L. Speiden, agent: Supplements Nos. 1 and 2 to I. C. C. No. 
1002; Supplements Nos. 5 and 6 to I. C. C. No. 982. 


The suspended schedules propose to increase the rates and 
carload minimum weight on manure from New Orleans, La., to 
stations on the Louisville & Nashville R. R., between New 
Orleans, La., and Ocean Springs, Miss. The following is illus- 
trative: 


Rates in cents per ton 2,000 pounds, from New Orleans, La., to 
Baldwin Lodge, Miss., present *79, proposed $90; Long Beach, Miss., 
present *90, proposed $100; Gulfport, Miss., present *90, proposed $120; 
Ocean Springs, Miss, present *113, proposed +120. 


*Carload minimum weight 50,000 pounds. 
¢Carload minimum weight 60,000 pounds. 


CHANGES IN DOCKET 


I. and S. No. 2741 (first supplemental order)—iron and steel 
articles from western points to Louisiana points via Mississippi- 
Warrior Service, was set for hearing at Kansas City, Sept. 11, 
before Examiner Kettler. 

Hearing in No. 18031, American Motor Body Corporation 
et al. vs. B. & O. R. R. et al., assigned for Sept. 9, at Phila- 
delphia, Pa., before Examiner Brennan, was postponed to a date 
to be hereafter fixed 

Hearing in I. and S. No. 2737, prepay requirements to sta- 
tigns on Maryland and Delaware Coast Railway, assigned for 
pa te 8, at Salisbury, Md., before Examiner Brennan, was can- 
celed. 

Hearing in No. 18125, Moltrup Steel Products Co. vs. An- 
drew Mellon, Director-General of Railroads, as agent, assigned 
for September 8, at Pittsburgh, Pa., before Examiner Johnson, 
was postponed to a date to be hereafter fixed. 

Hearing in I. and S. No. 2722, fruits and vegetables from 
stations on L. & N. R. R. to Memphis, Tenn., assigned for Sep- 
ponent a at Memphis, Tenn., before Examiner Peck, was 
canceled. 
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INCREASED RATES ON SALT 


In a mimeographed report by division 3 in I. and S. No. 
2707, salt from Ohio and West Virginia to Louisville, Ky., and 
Jeffersonville and New Albany, Ind., the Commission has found 
justified for local application, but not justified for proportional 
use or as bases for rates to points beyond, proposed increased 
rates on salt, in carloads, from Pomeroy, Ohio; Hartford, Mason 


City and Malden, W. Va., to Louisville, Ky., and Jeffersonville 
and New Albany, Ind. 


By schedules filed to become effective July 15, 1926, respond- 
ents proposed to increase the rates on salt, in carloads, from 
and to the origin and destination points set forth, from 13 cents 
to 16 cents. Upon protest of the Liverpool Salt & Coal Com- 
pany of Hartford, and of other salt producers, the operation of 
the schedules was suspended until November 12, 1926. Rates 
are stated in cents per 100 pounds and apply on salt, in carloads, 


minimum carload weight 45,000 pounds. In its report the Com- 
mission said: 


The shortest distance from any point of production named to 
Louisville is 282 miles from Mason City via Kenova, . Va., using 
the B. & O. to that point and the C. & O. beyond. The preesnt 
rates, however, apply by many routes, the single haul of the B. & 
O. from Mason City to Louisville being 389 miles and the general 
average of all the reasonably direct routes from all points of origin 
to the points of destination being about 315 miles. The present rates 
upon which this traffic moves are 13 cents and the rates proposed 
16 cents. Present car-mile earnings by the shortest route are about 
21 cents, by the shortest single-line haul a little over 15 cents, and 
by all routes average 18.5 cents. The rates proposed would yield by 
the shortest route 25.5 cents, by the shortest single-line haul 18.5 
cents, and would average by all routes 22.8 cents per car mile. 
These computations are based upon tariff weights, no average weights 
having been disclosed. 

Even at the present time, by certain routes, there are rates 
from Pomeroy to New Albany of 13.5 cents; from Hartford and 
Mason City to Louisville and Jeffersonville of 16 cents; and from 
Malden to New Albany and Jeffersonville of 16 cents. There are also 
certain fourth-section departures in the present rates. For instance, 
on the line of the Baltimore & Ohio west of Cincinnati there are 
rates of 16 cents applicable on traffic to Aurora and North Vernon, 
Ind., both points being intermediate to Louisville. The rate of 16 
cents now proposed would avoid these departures and reduce the 
departures on less direct lines. 

In Salt from Ohio and West Virginia Points, 104 I. C. C. 730, we 
had before us a somewhat similar proposal in that ‘the salt orig- 
inated in the same district and moved to Cincinnati, Ohio, and other 
points. To Cincinnati the proposal was to increase rates of 9.5 cents 
from Pomeroy, Hartford, and Mason City to 12 cents, and rates of 
11.5 cents from Malden, and other points, to 12 cents; and we there 
found that the proposed rates had been justified for local applica- 
tion to Cincinnati and points within the Cincinnati switching dis- 
trict, but that the rates then in effect should be maintained for 
application proportionally. 

Respondents show that the changes here proposed are based 
upon objections urged by other salt producers to the very low rates 
now maintained from these points of production to Louisville and 
upon our findings in the prior proceeding cited. They say that by 
the short-line Louisville is 114 miles beyond Cincinnati; and that 
for this difference in distance the difference in present rates, one 
cent, is too small. Protestants present elaborate exhibits, a large 
part of these showing that, if the proposed rates be allowed to be- 
come effective, through rates to various points in Tennessee and 
Kentucky will be increased from 0.5 cent to 3 cents, depending = 
whether such through rates base upon Cincinnati or upon Louisville. 
No increase would result in such through rates, however, if the 
present rates to the three points of destination named were main- 
tained as proportional rates applicable on traffic destined beyond. 
Respondents offered no justification for any increased rates to desti- 
nations beyond Louisville. To Louisville rates of 19 cents are ap- 
plicable from salt producing points in northern Ohio, average dis- 
tance 347 miles; and from Michigan salt works in the Detroit group, 
average distance 357 miles, in the Marine City group, average dis- 
tance 407 miles, in the Bay City group, average distance 420 miles, 
and in the Ludington group, average distance 460 miles. 

Protestans sell an appreciable percentage of their output in 
Louisville locally and, therefore, desire to retain the very favorable 
rate of 13 cents now in effect. Respondents show that this rate ex- 
ceeds the rate to Cincinnati by less than the bridge toll, 1.5 cents, 
applicable on salt from Jeffersonville and New Albany to Louisville, 
without allowing anything for the extra haul of 130 miles by the 
Baltimore & Ohio. This rate of 13 cents is the outgrowth of rates 
made with relation to rates from _ these same points of origin to 
Cincinnati, formerly 9.5 cents. In the case cited we approve the in- 
crease in the rates from Pomeroy, Hartford and Mason City to Cin- 
cinnati for local application from 9.5 cents to 12 cents. 

We find that the rates of 16 cents proposed have been justified 
to Louisville, Jeffersonville, and New Albany for local application 
but that, when used as proportional rates on shipments moving beyond, 
they have not been justified. 

An order will be entered requiring cancellation of the schedules 
under suspension and discontinuing this proceeding without preju- 
dice to the filing of new schedules which will maintain the present 
rates to Louisville, Jeffersonville, and New Albany for application 


= and the proposed rates of 16 cents for application 
ocally. 


The suspended schedules were ordered canceled on or before 
November 11. 


AUTOMATIC TRAIN CONTROL 


In a mimeographed report by division I in No. 13413, in the 
matter of automatic train control devices, Sub. No. 19, in the mat- 


Decisions of Interstate Commerce Commission 
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ter of automatic train stop device of the General Railway Signal 
Company on the Detroit division of the Pere Marquette Railway, 
the Commission has approved the installation. It has prescribed 
requirements in respect of certain apparatus and operations with 
which the carrier is expected promptly to comply. The device 
is an automatic train-stop of the intermittent induction type with 
forestalling feature. The installation extends from Seymour to 
North Lansing, Mich., a distance of approximately 59 miles. The 
total cost of the installation was given as $63,413.08. 


RATES ON GRAPES 


The Commission has dismissed the complaint in No. 17588, 
D. Canale & Company vs. Director-General, as agent (mimeo- 
graphed), by division 4, on a finding that rates charged on a 
carload of grapes shipped from Portland, N. Y., to Memphis, 
Tenn., and reshipped to New Orleans, La., were not illegal. 
The question at issue was whether the shipment was recon- 
signed at Memphis. The Commission found that the car was 
reshipped from Memphis and not reconsigned. ~ 


RATES ON HOUSEHOLD GOODS 


In a mimeographed report by division 4, the Commission 
has dismissed the complaint in No. 17277, John M. Desch vs. 
Northern Pacific et al. on a finding that rates on one less-than- 
carload shipment of household goods and trailer, from Bozeman, 
Mont., to Alameda, Calif., were applicable and not unreasonable. 


RATE ON IRON BEDS 


In No. 17264, F. A. Hulett & Son vs. Chicago & North West- 
ern et al. (mimeographed), by division 4, the Commission has 
dismissed the complaint on a finding that a rate of $1.05, mini- 
mum 12,000 pounds, collected on 7 carloads of iron beds shipped 
from Kenosha, Wis., to Meridian, Miss., in December, 1923, and 
January, 1924, was not unreasonable. Complainant said the 
rate was unreasonable to the extent that it exceeded 78 cents, 
minimum 30,000 pounds, a subsequently established rate made 
effective March 5, 1924. The Commission said it appeared that 
the rate assailed did not exceed the general level of rates 
contemporaneously applicable on iron beds from points in cen- 


tral territory to Mississippi Valley and southeastern points. 





RATES ON BARLEY 


The Commission has dismissed the complaint in No. 16520, 
Otto A. Zimmerman vs. Director-General, as agent, mimeo- 
graphed, by division 4, on a finding that rates on barley, in car- 
loads, shipped from points in South Dakota and Minnesota in the 
period of federal control to Minneapolis, Minn., and forwarded 
to Milwaukee, Wis., were applicable and not illegal. 


RATE ON STEAM ROAD-ROLLER 


Refund of overcharges has been directed by the Commission 
in No. 17303, Lawrence Construction Company vs. Louisville & 
Nashville, mimeographed, by division 4, on a finding that the 
rate charged on one steam road-roller shipped from Shreveport, 
La., to Bluff Springs, Fla., was inapplicable. The complaint was 
dismissed. The original destination of the shipment was Flo- 
maton, Ala., but reconsigment to Bluff Springs was effected with- 
out charge. The Commission said there was an outstanding un- 
dercharge of $2.25 for that service. _ Freight charges originally 
collected amounted to $422.10 of which $31.50 was refunded, 
leaving a net amount paid of $390.60, based on rates of 74.5 cents 
to New Orleans and 49.5 cents beyond. The first factor of the 
combination was not assailed. The second factor applied was 
the current sixth-class rate under an item in the southern classi- 
fication on grading and road making instruments. The Com- 
mission sustained the contention of complainant that the cur- 
rent class L rate of 39.5 cents was applicable—the rating on ma- 
chinery and machines. Defendant denied that a self-propelling 
road-roller was a machine, saying that they were ordinarily re- 
ferred to as steam rollers rather than machines. The Commis- 
sion, however, concluded that the road roller was a machine, 
and that the rate of 39.5 cents was applicable beyond New 
Orleans. y 


COAL COMPLAINT DISMISSED 


The Commission, in a mimeographed report by division 4 in 
No. 17673, George C. Hipskind vs. Wabash et al., has dismissed 
the complaint on a finding that allegation of overcharges on a 
carload of coal which moved over an interstate route from Clin- 
ton, Ind., to Wabash, Ind., had not been sustained. Complain- 
ant alleged that, because of defendants’ failure to verify the 
weight as stated by the consignor on the carload of coal he was 
overcharged in the freight charges and price of the coal. The 
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Commission said it had no jurisdiction over the claim of com- 
plainant that he paid for more coal than he received. It found 
that the other allegation was not sustained. 


OVERCHARGE ON LUMBER 


In a mimeographed report by division 4 in No. 17829, Traffic 
Bureau, Chamber of Commerce (Lynchburg, Va.), vs. Georgia 
Railroad et al., the Commission has dismissed the complaint. 
It found that the applicable through rate on a carload of lumber 
shipped from Milledgeville, Ga., to Edenton, N. C., and recon- 
signed to Arlington, Md., was 43.5 cents and that that rate was 
not unreasonable. A rate of 46 cents was charged. The Com- 
mission said defendants should promptly refund the outstanding 
overcharge. 


REPARATION ON CRANE 


An award of reparation has been ordered by the Commis- 
sion in No. 17086, Metal & Thermit Corporation vs. Pennsylvania 
et al., mimeographed, by division 4, on a finding that charges 
applicable on one electric traveling crane from Muskegon, Mich., 
to South San Francisco, Cal., resulting from furnishing three 
cars therefor each shorter than the two cars ordered, were un- 
reasonable to the extent that they exceeded the charges on cars 
of the size ordered. Defendants introduced no evidence. The 
Commission said they stated that they were agreeable to the 
disposition of the case upon complainant’s evidence. 


CHARGES ON LUMBER SHIPMENT 


In a mimeograpked report by division 4 in No. 16329, 
Stuckey-Odem Lumber Company vs. Louisville & Nashville et 
al., the Commission has found that rates and charges collected 
on a carload of yellow pine lumber shipped from Camden, Ala., 
to Pottsville, Pa., and ordered diverted to Tamaqua, Pa., were 
not shown to have been unreasonable and that they were not 
unlawful except to the extent of demurrage charges thereon, for 
which it said the Pennsylvania was liable in the sum of $43. It 
found an outstanding overcharge of $10 which it said should be 
refunded promptly. 





AUTOMATIC TRAIN CONTROL 


In a mimeographed report by division 1 in No. 13413, Sub. 
No. 19-2, in the matter of automatic train-stop device of the Gen- 
eral Railway Signal Company on the Detroit division of the 
Pere Marquette Railway, the Commission, after inspection and 
test, has found that the installation meets the requirements of 
its specifications and order and has approved the installation 
with requirements in respect of certain apparatus and operations 
with which the carrier is expected to comply. The installation 
extends from Lansing to Oak Station, Mich., a distance of 78 
miles. This part of the Detroit division adjoins another part of 
the same division equipped with the same type of device. The 
total cost of the installation was given by the carrier as 
$91,110.71. 


CHARGES ON LUMBER 


In a mimeographed report by division 4 in No. 16724, Ma- 
nassa Timber Company vs. Louisville & Nashville et al., the 
Commission dismissed the complaint, finding that the rule as- 
sailed with respect to the time allowed for the presentation of 
claims for refund of demurrage charges collected on account of 
bunching was not unreasonable; that demurrage and track stor- 
age charges assessed at Detroit on two cars of lumber were ap- 
plicable, and that demurrage charges collected for detention of 
three cars of lumber at Louisville, Ky., were in excess of those 
applicable. Refund of overcharges was directed. 





RATES ON BROOM HANDLES 


On further hearing, the Commission, in a mimeographed 
report by division 4, in No. 16076, Deshler Broom Factory et al. 
vs. Santa Fe et al., has modified its findings and order relating 
to rates on broom handles, in carloads, from points in Michigan 
and Wisconsin to Des Moines, Ia., North Kansas City, and Kan- 
sas City, Mo., and Deshler, Neb. In the original report, 104 
I. C.-C. 183, decided November 14, 1925, the Commission found 
that the rates on broom handles from and to the points here 
involved were unreasonable and reasonable rates were pre- 
scribed. Defendants asked for modification of the order. The 
modified findings follow: 


We find that the rates on handles (wooden) in the white, turned 
or tumbled to shape, and not further finished beyond holes bored 
through one end were and are unreasonable to the extent that they 
exceeded, exceed or may exceed rates equal to rates of 1.5 cents over 
the contemporaneous lumber rates when such lumber rates were higher 
than 31.5 cents prior to July 1, 1922, and higher than 28.5 cents there- 
after, and rates equal to rates of 2 cents over the contemporaneous 
lumber rates when such lumber rates were 31.5 cents or less prior 
to July 1, 1922, and 28.5 cents or less thereafter. We further find that 
complainants made shipments as described and paid and bore the 
charges thereon; that they have been damaged in the amount of 
the difference between the charges collected and those which would 
have accrued at the rates: herein found reasonable; and that they 
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are entitled to reparation, with interest. 
with Rule V of the Rules of Practice. 


COMBINATION RULE CASE 


An order of reparation has been entered by the Commission 
in No. 17497, Pendleton & Gilkey vs. Minneapolis, Red Lake & 
Manitoba et al., mimeographed, by division 4, on a finding that 
a combination rate of 45.5 cents assessed on a carload shipment 
of cedar posts from Spur 28, Minn., to Treaty, Ind., was inap- 
plicable, and that the applicable rate was 43.5 cents. The com- 
bination rate assessed was composed of a local commodity rate 
of 9 cents from Spur 28 to Bemidji, Minn., and a joint commodity 
rate of 36.5 cents beyond. The Commission said the question for 
determination was one of tariff interpretation. Continuing, it 
said: 


Complainants should comply 


By specific reference in the tariff naming the joint rate from 
Bemidji, that rate was made subject to the rules for the construc- 
tion of combination rates as set forth in Jones’ tariff I. C. C., U. S. 1, 
but the local rate of 9 cents from Spur 28 to Bemidji was not. Com- 
plainant contends that by reason of deductions authorized under the 
combination rule the applicable rate’ was 43.5 cents. The combina- 
tion rule provided substantially that where no published through rate 
was in effect from point of origin to destination and two or more 
commodity rates were used in arriving at the through rate for a 
continuous rail shipment, the through rate would be constructed by 
deducting specific amounts from each of the separately established 
rates and by adding a specific amount to the sum of the factors 
thus obtained. The application of this rule to the rates here under 
consideration produces a through rate of 43.5 cents. 

It is defendants’ position that as the tariff of the initial line 
was not made subject to the combination rule it would be improper 
to apply this rule to either rate in constructing a through rate. The 
issue raised by defendants is identical with that given consideration 
in Sligo Iron Store Co. vs. W. M. Ry. Co., 62 I. C. C. 643, and 73 
I. C. C. 551, wherein we announced the principle that the publica- 
tion of the combination rule in a carrier’s tariff is a holding out of a 
manner of making combination rates on through shipments which 
that carrier must protect. In Combination Rates on Agricultural 
Limestone, 78 I. C. C. 579, we found that a provision in a tariff 
carrying rates which may be used in combination to the effect that 
the rates are subject to the combination rule is equivalent to the 
publication of the rule in the rate tariff. The principles laid down 


in the cases cited have been followed consistently in a number of 
subsequent decisions. 


CREAM RATES APPROVED 


In a mimeographed report by division 3 in I. and S. No. 2682, 
Cream and related articles between points on the Chicago & 
Eastern Illinois Railway, the Commission has found justified 
proposed increased rates on cream and related articles between 
points on the Chicago & Eastern Illinois. The order of suspen- 
sion was set aside as of September 15. The schedules, filed to 
become effective June 14, 1926, were suspended on protest of the 
American Association of Creamery Butter Manufacturers and 
the Beatrice Creamery Company. With reference to respondent’s 
proposals, the Commission said: 


Respondent’s present rates on cream are on the so-called Beatrice 
scale prescribed originally in 1909 in Beatrice Creamery Co. vs. I. C. 
R, R. Co., 15 I. C. C. 109, for the transportation of cream to Chicago, 
Ill., from the territory lying between Detroit and Port Huron, Mich., 
upon the east and. Colorado common points on the west. It now seeks 
to cancel these rates and put into effect rates approximately 12 
per cent higher on the scale basis prescribed in 1917 in C. F. A. 
Territory Milk and Cream Rates, 46 I. C. C. 601, for application gen- 
erally in central territory. This basis provides rates on cream 25 
per cent higher than on milk. The suspended schedules publish these 
rates on both milk and cream but, as the present milk rates are 
already on that basis, no increase will result on that commodity. 
Both scales reflect certain of the general rate changes. Respondent 
proposes also to cancel carload cream rates which it now maintains 
between Chicago and St. Louis. There has been no movement under 
these rates during the past two years and protestants introduced no 
testimony at the hearing in opposition to their cancelation. 


Respondent said the present scale rates were unremunera- 
tive and that the growth of truck competition and the establish- 
ment of more creameries had resulted in a large diminution of 
its revenue from this traffic. The Commission said rates on the 
proposed basis were published for interstate traffic by most of 
the carriers operating in central territory and that respondent 
urged that, as this scale was explicity approved in the cited case 
for application in that territory, it was entitled to the benefit 
therefrom on an equality with the other carriers. 

Among other things, protestants, in attacking the proposed 
rates, said that, in many instances the increased transportation 
charges would have to be borne directly by the farmer who pro- 
duced the milk and that in all cases the increases would be re- 
flected in lower prices that the farmer would receive for his 
product. In this connection, the Commission continued, protest- 
ants called attention to the Hoch-Smith resolution directing that 
rates on such agricultural commodities be made as low as was 
compatible with the maintenance of adequate transportation. In 
conclusion, the Commission said: 


Although a few carriers have voluntarily published cream rates 
lower than the C, F. A. scale, that is the general basis of rates pre- 
valent in this territory on interstate shipments. Most of the rates 
on the Beatrice scale referred to by protestants apply on intrastate 
movements or on interstate movements beyond the recognized limits 
of central territory. There is nothing of record which would justify 
us in requiring respondent to maintain lower rates on cream over 
its line than we have found reasonable for application over the other 
roads in this territory. No attempt has been made to prove that 
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September 11, 1926 


the C. F. A. scale of rates on cream is excessive generally and this 
proceeding does not afford the proper means for presenting that 
issue. We find the suspended schedules have been justified, and an 
order discontinuing this proceeding will be entered. 


OVERLOADED CAR RULE, ETC. 


In a mimeographed report by division 4 the Commission has 
dismissed the complaint in No. 17319, Memphis Freight Bureau 
vs. St. Louis Southwestern et al., on a finding that a rule naming 
charges on overloaded cars and charges assessed thereunder 
were not and are not unreasonable or otherwise unlawful. 

The allegation was that charges on one carload of cotton- 
seed cake shipped October 24, 1923, from Itasca, Tex., to Mem- 
phis, Tenn., were illegal, unreasonable, discriminatory and preju- 
dicial. The report said the complaint was against the penalty 
charge for overloading assessed against complainants under 
authority of Item 155-D of Supplement No. 14 to St. Louis South- 
western Tariff I. C. C. No. 3374. Setting forth the details as to 
the shipment and the tariff item involved, the Commission said: 


The shipment, weighing 88,900 pounds, was loaded by the con- 
signor in car M. K. & T. 83888 and moved over the Missouri-Kansas- 
Texas to Fort Worth, Tex., and the St. Louis Southwestern beyond. 
While en route the car was set out “bad ordered” at Texarkana and 
Wabbaseka, Ark. Its capacity is shown in the Official Railway 
Equipment Register as 60,000 pounds. Under Item 153 of the tariff 
the maximum weight which should have been loaded therein was 
10 per cent greater than marked capacity or 66,000 pounds. Charges 
were collected at the applicable rate of 38.5 cents on that weight 
and at 77 cents on the balance of the shipment, or 22,900 pounds, plus 
demurrage of $18 which accrued pending a dispute between the 
parties as to the application of the 77-cent charge. 

The tariff item above referred to provides: 

“In case car is handled to weighing station and found to be 
loaded in excess of weights provided in Item No. 153, or reissues, its 
contents will be transferred into a car of suitable capacity, or, if 
such car is not available at weighing station, two cars will be used, 
the weight of the entire shipment to be divided as nearly equally 
as possible, the two cars to be billed at the actual weight subject 
to the prescribed minimum weight.on each car. 

“The actual cost of transfer, subject to a minimum of $3.00 per 
car, and in addition thereto a switching charge of $2.25 will be 
assessed and added in red ink to freight column of waybill. 

“In case car is handled to destination and found to be loaded 
in excess of that provided in Item No. 153, or reissues, charges on 
the shipment will be assessed at the established carload rate for 
weight equal to that provided in Item No. 153, or reissues plus charge 
at double the established carload rate on the weight in excess of 
that provided in Item No. 153, or reissues.” 

Since the movement of the shipment it has been amended by add- 
ing a rule providing that when cars are weighed at point of origin 
and found to be overloaded the shipper will be required to unload 
a sufficient quantity to reduce the weight to the authorized maximum 
and that no charge for switching will be made. The first paragraph 
above quoted has also been amended by omitting reference to weigh- 
ing station and now applies only to cars found overloaded ‘‘after leav- 
ing point of origin and before arrival at destination.” The second 
paragraph now names a fixed charge of $6.30 to cover-cost of transfer 
and incidental services. 

The charge of $176.33. based on the last paragraph of the rule was 
applicable. The contention that one-half of it, or $88.17, was an 
overcharge is not sustained. . 

The governing tariffs also provided that owners are required 
to load carload freight and must observe carriers’ rules regulating 
the safe loading of freight and protection of equipment. These 
rules are not assailed. 

Complainants contend that the Missouri-Kansas-Texas should 
have refused to accept the car until the excess lading had been 
removed or transferred to another car, that it was the duty of 
defendants to weigh the shipment while en route. and that if this had 
been done they could have prevented the application of the penalty. 


After reviewing contentions of complainants and defend- 
ants, the Commission quoted from Good-Hopkins Lumber Co. vs. 
G. N. Ry. Co., 51 I. C. C. 99, as follows: 


The law imposes upon shippers the duty of ascertaining the rates 
and conditions under which they ship, and noncompliance by a shin- 
per with tariff rules affords no basis for a finding that the rate legally 
applicable was or is unreasonable or unjustly discriminatory. 


In conclusion, the Commission said: 


The carrier is obligated to furnish proper equipment for the safe 
transportation of goods which it holds itself out to carry. It is 
the corresponding duty of the shipper to load his goods properly 
for shipment and to observe carriers’ rules which have as their object 
the protection of such equipment. 

There is no evidence to show that the rule or the charges assessed 
were or are unjustly discriminatory and unduly prejudicial. 

We find that the charges assessed and the rule assailed have not 
been shown to have been or to be unreasonable or otherwise unlawful. 
The complaint will be dismissed. 


CONTROL OF MARION & EASTERN 


With Chairman Eastman noting a dissent, the Commission, 
by division 4, in finance docket No. 5431, control of Marion & 
Eastern by Missouri Pacific, has authorized acquisition by the 
Missouri Pacific of control of the Marion & Eastern by pur- 
chase of capital stock. No objection to the granting of the 
application was made to the Commission. 

The Marion & Eastern, referred to as the Marion, owns and 
operates a railroad extending from M. & E. Junction in a gen- 
eral northeasterly direction to Paulton, with a branch line to 
Black Briar Mine No. 2, all in Williamson county, Illinois. The 
owned mileage is 10 miles of first main track and 3.7 miles 
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of sidetracks. Between M. & E. Junction and the city of Marion, 
about 1.5 miles, operations are conducted under trackage rights 
over a line of the Illinois Central. The Marion, the report contin- 
ued, has acquired a right-of-way for 6 miles of additional main 
track, of which 3 miles have been graded and 3 miles partly 
graded. A line of the Missouri Pacific connects and interchanges 
traffic with the Marion’s railroad at a point 1.45 miles east of the 
Missouri Pacific’s freight depot at Marion. The principal in- 
dustry in the territory is coal mining. 

The report said it was estimated that the undeveloped acre- 
age tributary to the Marion contained sufficient coal for from 75 
to 100 years’ operations, based upon the average run of the 
mines, and that it was further estimated that the territory con- 
tained from 75,000,000 to 100,000,000 tons of coal which could be 
mined by stripping operations. 

The Missouri Pacific said that the output of the Illinois 
mines served by it was lessening; that a number of the mines 
on its rails in Williamson county had been worked out and aban- 
doned; that to maintain and increase its coal traffic it must look 
to strip coal deposits; and that the strip coal deposits in the sec- 
tion served by the Marion were the only ones in the territory 
that could be served by the Missouri Pacific. 

Arrangements have been made to mine the strip coal lands 
as soon as it is determined that the Missouri Pacific will acquire 
control of the Marion, according to the report. 

The general balance sheet of the Marion, as of December 31, 
1925, showed investment in road and equipment of $521,327.76, 
according to the report. The Commission’s valuation of the prop- 
erty as of June 30, 1916, was $80,000. The report said the rail- 
road had been practically rebuilt since 1917. Continuing, the re- 
port said: 


The applicant heretofore has undertaken to construct a line to 
serve a portion of the territory reached by the Marion. The Marion 
filed a bill to enjoin such construction for the reason that no cer- 
tificate had been issued by us authorizing it. The circuit court is- 
sued a preliminary injunction and later, upon hearing, vacated it. 
In Marion & E. R. Co. vs. Missouri Pacific R. Co. et al., 149 N. E. 
Rep. 492, decided October 28, 1925, the supreme court of Illinois re- 
versed the circuit court and continued the injunction in force until 
the applicant, if it so desired, should obtain from us a certificate of 
public convenience and necessity authorizing the construction of 
the proposed extension. A petition for rehearing was denied by the 
supreme court on December 3, 1925. 

On March 3, 1926, the applicant contracted to purchase from H. 
E. Barber the entire capital stock of the Marion, of the par amount 
of $50,000, for $190,000. The capital stock is now held by the appli- 
cant as collateral security for an indebtedness of $150,000 due it by 
Barber. The consideration will be paid by canceling this indebted- 
ness and paying to Barber $40,000. 

Subsequent to the first hearing the applicant’s engineers made 
an inventory and appraisal of the properties of the Marion and found 
their value to be $428,076. At the second hearing it was testified 
that certain items omitted from the inventory, and which should 
have been included, would raise the total to $456,076. A survey was 
also made to ascertain what it would cost the applicant to build a 
line to reach the various mines served by the Marion. The estimated 
cost of such construction is $640,000. 

It appears that the proposed acquisition will assure to the towns 
and communities located on the line a regular and dependable trans- 
portation service, will result in the establishment of through rates 
on all commodities, will enable the towns and shipping points served 
to compete on equal terms with adjacent cities and towns located 
on the lines of other carriers, and will benefit shippers through the 
ability of the applicant to furnish an adequate car supply. If the 
proposed acquisition be authorized the railroad of the Marion will 
continue to be operated as a separate property, but such operations 
will be supervised by the applicant’s present forces. Elimination of 
the Marion’s supervisory organization is expected to result in an 
annual saving of approximately $20,000. F 


LONGVIEW PROPOSAL REJECTED 


The Commission (see Traffic World, Sept. 4) has denied 
the application of the Northern Pacific, the Great Northern and 
the Oregon-Washington Railroad & Navigation Company (finance 
docket No. 5182) for authority to operate, under trackage rights, 
the line of railroad of the Longview, Portland & Northern be- 
tween Longview Junction and Olequa, a distance of about 21 
miles, all in Cowlitz county, Washington. An intervening peti- 
tion opposing the application was filed on behalf of the city of 
Kelso, while Longview supported the application. The Wash- 
ington Department of Public Works, which held a hearing for 
the Commission in the proceeding, recommended that the ap- 
plication be granted. 

The report set forth that, pursuant to authority conferred 
by the Commission’s order of February 9, 1925, in Puget Sound- 
Portland Joint Passenger Train Service, 96 I. C. C. 116, the ap- 
plicants operated five passenger trains in each direction daily 
between Seattle, Wash., and Portland, Ore., and one passenger 
train in each direction daily between Centralia, Wash., and 
Portland, under a contract whereby the revenues and expenses 
of the trains were pooled. Between Olequa and Longview Junc- 
tion these trains are operated over the line of the Northern 
Pacific. Operation over the Longview, Portland & Northern was 
proposed to give Longview, founded by the Long-Bell Lumber 
Company, direct passenger train service. Longview is served 
by the Longview, Portland & Northern, which is operated pri- 
marily to handle logs and lumber for the lumber company, 
according to the report. 

In order to obtain direct passenger service for Longview, 
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the Longview, Portland & Northern offered to permit the ap- 
plicants to run the pooled trains over its tracks under a contract 
whereby the L. P. & N. was to make no charge against the ap- 
plicants for the use of the property except payment of interest 
at the rate of 3 per cent arinually on the cost of the L. P. & N.’s 
passenger station at Longview plus a proportion of the operating 
and maintenance expenses of the station. 

It was urged in support of the application that convenieht 
rail facilities would necessarily play a large part in the devel- 
opment of the city and that denial of the application would 
be detrimental both to the city and the carriers involved. 

The report said the line of the L. P. & N. crossed the Cow- 
litz river by means of a drawbridge and that protestants ques- 
tioned the safety of the proposed operation, particularly the 
running of applicants’ trains over the bridge, which, the report 
said, was “second-hand, having first been erected over another 
river in 1890.” Under the proposed contract the L. P. & N. 
was to make a number of improvements to the line. On the 
question raised as to the safety of the bridge, the Commission 
said: 


The data of record is insufficient for determining whether or 
not the bridge is safe for the operation proposed. Such determina- 
tion, however, is unnecessary, as it would not change our con- 
clusions upon the facts presented. The applicants and. the inter- 
veners urge that the question of safety is not involved in a_pro- 
ceeding under the provisions of paragraph (18) of section 1 of the 
interstate commerce act. With this contention we are unable to 
agree. The presumption is that a line authorized to be constructed 
or operated under these provisions will be of such type as to be 
safe for the operation proposed. Where, however, it is shown that 
the line would not be of such type, we certainly would not be 
justified in finding that the public convenience and necessity re- 
quire the construction or operation proposed. And where, as in this 
proceeding, it is proposed to operate a new line, diverting trains 
from an old well-seasoned line, safety of operation is an element 
that may very properly be considered. 


The Commission said the cost of showing explicitly the 
situation with reference to train service to Longview in the 
advertising matter sent out by Longview should be much less 
than the proposed operation. In conclusion, referring to the 
L. P. & N. as the “Portland,” the Commission said: 

On behalf of the interveners it is contended that the provisions 
of paragraph (18) of section 1 of the interstate commerce act do not 
apply to the proposed operation. On behalf of the protestants it 
is urged that the proposed use of the Portland’s track without cost 
to the applicants is within the inhibition of paragraph (7) of sec- 
tion 1 of the act. It is further urged that the application in sub- 
stance is for an order amending the Commission’s order of Febru- 
ary 9, 1925, in Puget Sound-Portland Passenger Train Service, supra, 
and has not been made in accordance with the provisions of the 
Commission’s rules of practice. We are of the opinion that the 
provisions of paragraph (18) of section 1 cover the operation here 
proposed. In view of the disposition to be made of the application 
it will be necessary to consider the other questions. 

From the record it appears that the applicant proposes to divert 
certain trains from a well-seasoned, double-track trunk-line railroad, 
protected by automatic block signals and described as in first class 
condition, to a new. single-track railroad without block signals and 
inferior in practically ever respect to the railroad over which the 
trains now run. It is admitted that the new line is not as safe, or 
as desirable, for operation as the old line. The proposed operation 
would require considerable additional investment of capital and would 
result in increased cost of operation without a corresponding benefit, 
so far as appears, of increased revenues, and would thus tend to 
increase the cost of transportation to give the traveling and shipping 
public. The proposed operation would give Longview direct trunk- 
line passenger service, which is now available at Kelso, just across 
the Cowlitz River, would result in Longview being shown in the 
time-tables -of the trunk-line carriers, and might possibly make 
more effective an advertising campaign for the development of the 
city, although this is not clearly shown. About the only other bene- 
fit would be the added convenience for passengers using the re- 
routed trains in going to and from Longvew. For them the pro- 
posed operation would make available better passenger station fa- 
cilities, shorten by approximately 1 mile the distance to and from 
a railroad station, and remove the hazard of crossing a double-track 
railroad at grade. It would inconvenience passengers to and from 
Kelso using the trains through Longview in that they would have 
to cross the same railroad at grade and travel 1 mile further to 
and from a station. 

With a view to obtaining direct passenger train service for 
Longview, the Portland has already made large commitments of 
capital in constructing the passenger station at Longview and in 
making improvements required by the applicants. This fact is 
urged in support of the application. It has no bearing on the issues 
by which we are confronted, and can not properly be permitted to 
influence our decision. 

Upon the facts presented we find that the present and future 
public convenience and necessity do not require and will not re 
quire the operation by the applicants, or any of them, of that part 
of the Portland’s line between Longview Junction and Olequa un- 
der trackage rights as proposed in the application. An order will 
be entered denying the application. 


FRISCO TO REACH GULF 


The Commission has issued its formal report in finance 
docket No. 5518, construction of line by St. Louis-San Francisco 
Railway, by division 4, authorizing the Frisco to construct a 
line of railroad in Monroe and Lowndes counties, Mississippi, 
and Pickens, Greene, Marengo and Wilcox counties, Alabama, 
extending from a connection with its Aberdeen branch at or 
near Aberdeen, Miss., in a general southeasterly direction to a 
connection with the northern terminus of the Muscle Shoals, 
Birmingham & Pensacola Railroad at Kimbrough, Ala., a dis- 


tance of 152 miles. Permission to retain excess earnings, if 
any, was denied. 





Vol. XXXVIII, No. 11 


A hearing was held at Columbus, Miss., in which members 
of the Mississippi Railroad Commission and the Public Service 
Commission of Alabama participated. The Commission said 
the application had the support of the governors and utility 
commissions of Alabama and Mississippi, the representatives in 
Congress from the interested districts, and the various com- 
mercial organizations in the territory to be served. No objec- 
tion to the granting of the application was made. 


The Commission referred to the fact that, in a previous 
report, the Muscle Shoals, Birmingham & Pensacola had been 
authorized to acquire a line of railroad from Pensacola, Fia., 
to Kimbrough, Ala., a distance of about 143 miles. The Frisco 
was authorized to acquire control of the Muscle Shoals, Bir- 
mingham & Pensacola, by purchase of capital stock. The Frisco 
has acquired control and is now engaged in rehabilitating the 
property, according to the report. This program will require an 
expenditure of about $2,500,000, according to the report, and in 
about six months the Muscle Shoals line will be in first-class 
condition. 


“The line now proposed (from Aberdeen to Kimbrough) is 
designed to connect the railroad of the Muscle Shoals with the 
applicant’s other lines, and to give the applicant access to a 
Gulf of Mexico port over its own rails,” the Commission said. 
“A further reason for its construction is the desire to develop 
the local territory through which the line will pass.” The re- 
port, in part, follows: 


The applicant originates 72 per cent of its tonnage, receiving 
little traffic from its connections in proportion to the amount it de- 
livers to them. It represents that its cars are slow in returning to 
its rails, and are largely returned empty at a time when not needed. 
For several years it has sought to obtain a needed outlet to the 
Gulf to secure the maximum haul on its traffic and to better its 
car movement. The testimony is that Pensacola is one of the best 
deep water ports on the Gulf coast, and that it could be used ad- 
vantageously for a considerable traffic to and from the applicant’s 
lines. The proposed line would provide fairly direct routes from 
Pensacola to Memphis, St. Louis, Kansas City, and the northerly 
parts of the applicant’s system, and is expected to be serviceable 
also in connection with its numerous Oklahoma lines, or parts of 
them. The distance to Pensacola by the applicant’s lines, including 
the proposed line, would be shorter than by the shortest combination 
of other routes, as follows: from Memphis, 94 miles; from Kansas 
City, 112 miles; and from St. Louis, 22 miles. The applicant ex- 
pects to carry some traffic to and from Mobile, and has made tenta- 
tive arrangements with the Alabama, Tennessee & Northern Rail- 
road Corporation to exchange such traffic at Aliceville, Ala. The 
— company expects to derive much benefit from such _ inter- 
change. 

Pensacola, despite the natural advantages of its harbor and the 
efforts of its citizens, has not been able to attract a large traffic 
through its port for the claimed reason that it has only one trunk 
line railway, the Louisville & Nashville, which also serves New 
Orleans and Mobile. The officials of the applicant believe that the 
present and prospective growth and development in Florida and the 
southeastern part of the United States, and in the West Indies, will 
bring about an increased interchange of commodities between those 
regions and the territory reached by its lines; and that the port of 
Pensacola can also be used for an increasing amount of traffic with 
Europe and South America, and can be made an important com- 
petitor with the larger ports of the Gulf and south Atlantic coast. 
This competition, it is thought, will tend to improve the handling of 
traffic, at least at certain times when other ports are congested. 

The estimated coal reserve of Alabama in 1920 was 67 billion 
tons. Most of this is in the Warrior field, the northern part of which 
is traversed by the applicant’s Memphis-Birmingham line. It is testi- 
fied that there is more high-grade bunker coal tributary to the ap- 
plicant’s line than to any other railroad in Alabama; that the present 
cost of this coal at Pensacola exceeds only slightly the cost of coal 
of the same grade at Hampton Roads; that steamers from Galveston 
to Liverpool would save two days’ time by coaling at Pensacola in- 
stead of at Hampton Roads; and that the Muscle Shoals has the best 
coaling device on the Gulf, which is now idle. Coal delivered on board 
steamers at New Orleans costs $1 per ton more than at Pensacola 
because of the higher freight rate and the fact .that 90 per cent 
of the coal put on ships at that point is delivered to them by col- 
liers. Coal from mines on the applicant’s line, destined to Pensacola, 
now moves through Birmingham, thence via the Louisville & Nash- 
ville. An official of a company which owns 110,000 acres of coal land 
in Alabama, with a present annual production of 1,250,000 tons and 
a potential capacity of 2,000,000 tons, testified to the substantial ad- 
vantages of the applicant’s proposed one-line route for delivery of 
coal at Pensacola, particularly the greater expedition and certainty 
of movement of coal destined for marine use. At present delays 
occur because of the longer haul and the necessity for passing the 
coal through the Birmingham terminals and dumping it through the 
only tipple operating in Pensacola. 

The evidence indicates that the establishment of through freight 
and passenger service over the applicant’s lines from Kansas City, 
St. Louis, and Memphis to Pensacola would be of much benefit to 
Pensacola and the surrounding country as well as to the territory 
along the Muscle Shoals and the proposed new line. Direct refrig- 
erator car service to Memphis, Kansas City and St. Louis would 
provide access to the most favorable markets for vegetables and 
small fruits. The soil and climate favor the raising of these crops and 
diversified farming, but such farming is not now generally possible, 
partly because of the long hauls to rail stations and partly because 
existing lines do not furnish any direct main-line service. Their 
service to Memphis and points in the middle west is not such as 
to encourage the shipment of livestock or other perishable prod- 
ucts from this region, which is at a geographic disadvantage in 
shipping vegetables and fruits to the more crowded eastern markets. 
While agriculture has advanced near the existing railroads, it has 
retrograded in certain areas more distant from. them. With the 
exception of the Southern Railway’s line from Birmingham to Me- 
ridian, Miss., which runs in a northeasterly and southwesterly di- 
rection, the territory is served only by short lines’ and branch lines 
extending generally in an easterly and westerly direction. The pro- 
posed line would cross the existing railroads substantially at right 
angles. * * * “ 

The estimated cost of construction is $7,674,195, approximately 
$50,000 a mile. It is expected that land for right of way and station 
grounds will be donated. No additional equipment will be neces- 
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sary. The line will have 0.5 per cent maximum grades, 4 degree 
maximum curve, and 16.5 degree average curvature per mile. The 
track will be laid with 80-pound new rail, and will have 2,500 cubic 
yards of ballast per mile. The applicant desires to begin construc- 
tion October 1, 1926, and expects to complete it by October 1, 1928. 

It is proposed to finance the construction cost in the first in- 
stance, so far as practicable, out of moneys on hand or derived from 
operations, but the applicant represents that such expenditures may 
be reimbursed by issuing its prior lien bonds or other securities 
if and to the extent such issues are deemed advisable by it and are 
approved by us. 


COMMISSION GIVES TIME 


The Commission, on the earnest request of the Salt Lake & 
Utah, has postponed the effective date of its order in I. and S. 
No. 2458, restrictions, routing, on westbound transcontinental traf- 
fic via Salt Lake & Utah Railroad, from September 7 to October 
12, so as to give that carrier an opportunity to make formal rep- 
resentations in behalf of reconsideration of the decision of divi- 
sion 3 (See Traffic World, p. 515, September 5). The division 
found justified the proposed elimination of the Salt Lake & Utah 
as an intermediate participating carrier in the routing of west- 
bound transcontinental traffic. It vacated its orders of suspen- 
sion as of September 7. 

There were three orders of suspension issued. Only two 
were effective at the date of the decision, the carriers, after the 
Commission’s power of suspension had been exhausted, having 
volutarily postponed the effective date of the schedules as to 
which the power of suspension had expired, until September 12. 
Orders of further suspension were issued as to the schedules 
still subject to the suspension power. The understanding was 
that the carriers would postpone the effective date of the sched- 
ules which otherwise were due to become operative September 
12, so as to have the whole matter held up pending appeal for 
further consideration, either by the division or the entire Com- 
mission. 

This postponement of the effective date was necessary, if the 
Salt Lake & Utah were to have the benefit of its right to ask 
for the consideration of its case by the entire Commission, be- 
cause the decision and the order were put out only a few days 
ahead of the date set by the Commission for the vacation of its 
orders of suspension. The short time allowed gave the Salt Lake 
& Utah no opportunity to present a formal request of any sort, 
or to make any reasoned presentation in behalf of such informal 
request as it made, for further thought by the division, or con- 
sideration, from the beginning, by the entire Commission. 

Postponement of the effective date of the order does not go 
to the merits of any phase of the case. It merely gives the short 
line an opportunity to formulate views it may have as to the 
soundness of the conclusions of the division that continuance of 
the routes from which the respondents desire to withdraw ben- 
efit no one other than the respondent, and that the financial con- 
dition of the protesting Salt Lake & Utah is not necessarily the 
controlling consideration. The Salt Lake & Utah had no oppor- 
tunity to controvert that proposition, or to call attention to er- 
rors of law and or fact, if any there might be in the report and 

order, made effective so shortly after their issuance. .- 


ABANDONMENT OF LOGGING ROAD 


Exhaustion of timber in the territory adjacent to the line 
is the principal reason for abandonment of the railroad of the 
Woodworth & Louisiana Central between Woodworth and 
Lamorie, La., a distance of six miles, according to the Com- 
mission’s report authorizing abandonment. The line was con- 
structed in 1901 primarily for the purpose of serving the lumber 
mill of the Rapides Lumber Company, now the Long-Bell Lum- 
ber Company, at Woodworth. The lumber company has discon- 
tinued operation of the mill. Woodworth and Lamorie are 
served by other lines. The report said the applicant had a 
Capital stock of $25,000 and no funded indebtedness. Its in- 
debtedness, on open account, is to the Long-Bell company, and 
as of June 30, 1926, was shown as $128,458.73, according to 
the report. The indebtedness represents advances for oper- 
ating expenses plus accrued interest thereon. The Commission 
said it appeared that the road served no public neeed and that 
its continued operation would be an unwarranted burden to the 
applicant and to interstate and foreign commerce. 


OPERATION OF TEXAS LINE 


The Commission, by division 4, in finance docket No. 5217, 
operation of line in interstate commerce by Asphalt Belt Rail- 
way Company, has issued a certificate authorizing the Asphalt 
Belt to operate in interstate commerce its line of railroads in 
Uvalde and Zavala counties, Texas. 

The Asphalt Belt has been operating in ‘intrastate com- 
merce from a point near Pulliam, on the San Antonio, Uvalde 
& Gulf, to White, about 12 miles, and thence to Dabney, about 
Six miles. The line was built in the latter part of 1923, prin- 
cipally to serve the asphalt mines of the Texas Rock Asphalt 
Company at Dabney, and other asphalt mines at White, and to 
provide a connection between those mines and the San Antonio. 
The Asphalt Belt is now controlled by the New Orleans, Texas 
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& Mexico, which also controls the San Antonio. The Missouri 
Pacific controls the New Orleans, Texas & Mexico. 

The Asphalt Belt has no equipment. It leases a locomotive 
from the San Antonio, which also furnishes freight cars as re- 
quired. There is no passenger traffic on the road. 

The Uvalde Rock Asphalt Company, J. B. Smyth and W. A. 
Smith filed a protest against the application. The G. H. & S. A. 
also opposed the application, but later withdrew its intervention, 
according to the report. 

Among other things, protestants said the line originally had 
been built in violation of the interstate commerce act and in 
defiance of the powers of the Commission because consent of 
the Commission was not obtained for building of the line. Tes- 
timony by the applicant was to the effect that it had consulted 
Commission officials when the line was projected and that, in 
view of the fact that it was to be operated intrastate, was ad- 
vised a certificate was not necessary. 


ABANDONMENT OF LINE 


Examiner J. C. Freeland, in a proposed report in Finance 
Docket No. 4567, abandonment of branch line by Chicago, Rock 
Island & Pacific and Choctaw, Oklahoma & Gulf, has recom- 
mended a finding that the present future public convenience and 
necessity permit the abandonment of a branch line from Te- 
cumseh Junction to Asher, Okla., a distance of approximately 
25 miles. Objection was made to the granting of the application 
by the city of Tecumseh, several cotton associations and others. 
The line is owned by the Choctaw and is operated by the Rock 
Island under a 999-year lease. Tecumseh is indirectly served by 
the Santa Fe, whose station is about one mile from the city lim- 
its. An improved highway closely parallels the branch for its 
entire length, over which an authorized passenger motor bus 
carrier operates, according to the report. The applicants claimed 
the branch had been operated at substantial deficits in the last 
four years. Traffic has been falling off. 

“Evidence,” the examiner said, “was. offered as to a possible 
improvement in business conditions for the branch, but it is not 
persuasive. In view of the deficit sustained by the branch line, 
it is evident that the community does not support the branch in 
a manner to justify continued operation. While the abandon- 
ment of the branch would leave a portion of the community 
without direct rail service, it appears that the existing highways, 
together with adjacent rail facilities, offer adequate service for 
the small tonnage now handled by the branch.” 


PETITIONS FOR REHEARING, ETC. 


The complainants in No. 13576, B. J. Carney & Co. et al. vs. 
Director General, as agent, Santa Fe et al., have asked the Com- 
mission for rehearing therein. 

The complainants in No. 13986, Central Cement and Supply 
Company et al. vs. Atlanta and West Point et al., have asked the 
Commission for reargument and reconsideration as to damages. 

The defendant carriers in No. 14781, and Sub. Nos. 1 to 3, 
inelusive, Oklahoma Traffic Association et al. vs. Alabama Great 
Southern et al., have asked the Commission for postponement of 
effective date of order, and for rehearing and for re-argument 
and reconsideration by the full Commission, and/or in the alter- 
native, for re-argument and reconsideration by the full Com- 
mission. 

The complainants in No. 16323 and Sub. Nos. 1, 2, and 3, 
Scott County Milling Co. et al. vs. Butler County Railroad et al., 
have asked the Commission to deny the defendants’ petitions for 
rehearing, re-argument and further postponement of order. 

The defendants in No. 15219, Montgomery Cotton Exchange 
vs. Seaboard Air Line Railway et al., have asked the Commission 
to amend the order therein, restricting same so as not to apply 
on uncompressed cotton drawn past intermediate compress 
points en route to Montgomery, Ala. 

The defendants in No. 16095 and Sub. No. 1, Armour & 
Company et al. vs. Chicago, Milwaukee & St. Paul et al., have 
asked the Commission for reconsideration before its entire body 
and for postponement of effective date of order. 

The complainant in No. 16314, Northern Potato Traffic Asso- 
ciation vs. Baltimore and Ohio et al., has asked the Commission 
for reargument therein, before the entire Commission. 

The defendants in No. 17214, Stott Briquet Company vs. 
Pennsylvania Railroad et al. (except the Delaware and Hudson 
Company), have asked the Commission for reargument therein, 
and review of the decision by the full Commission and that 
the effective date of the said order be suspended for a period 
of sixty days or such further period as may be required for the 
review of the case. 

Agent J. E. Johanson, in the name and on behalf of car- 
riers parties to Southwestern Lines’ Tariff 76-I, I. C. C. 1823, 

schedules in which are involved in the Commission’s orders 
in I. and S. No. 2652, has asked the Commission for postpone- 
ment of effective date of, its order of July 20, 1926, for a further 
period of sixty days, or until November 12, 1926, in I. and S. 
2652, livestock between points in New Mexico and Texas and 
points in Texas and Oklahoma. 
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Agent J. E. Johanson, in the name and on behalf of carriers 
in Southwestern Freight Bureau territory, parties defendant in 
Memphis-Southwestern Investigation, docket 9702, has asked 
the Commission to issue a supplemental order modifying its 
orders of December 2, 1919, in 9702, Memphis-Southwestern In- 
vestigation, in so far as said orders deal with the item “furni- 
ture,” section A, Appendix 9 to the Report in Memphis-South- 
western Investigation, as reported in 77 I. C. C. 600. : 

Kansas City steel and iron interests and the Chamber of 
Commerce of Kansas City, Mo., who intervened in I. and S. No. 
2653, import iron and steel from Gulf ports to interstate des- 
tinations, in general support of the railroads’ attempt to justify 
the tariffs at issue proposing cancellation of the import rate 
of 41.5 cents from Texas Gulf ports, has asked the Commission 
to review the record and the report and order of division 3 in 
this case and to set aside and annul those parts of the report 
and order which hold that the proposed schedules from the 
Texas Gulf ports are not justified, and require cancellation 
thereof on or before September 19, 1926. 

The complainant in No. 16663, Wright Lumber Co., Inc., vs. 
Ann Arbor et al., has asked the Commission for reconsideration 
and rehearing therein. 

Agent F. A. Leland, for and on behalf of carriers, has asked 
the Commission for modification of order as to effectfve date in 
I. C. C. Dockets Nos. 15428, 15751, 15744, 15727 and 12578, Ce- 
ment, carloads, from Points in Kansas, Oklahoma, etc., to points 
in Missouri, Iowa, Minnesota, and South Dakota. 

The Boston & Albany, Boston & Maine, and New York, New 
Haven & Hartford have asked the Commission for reopening, 
rehearing and postponement of effective date of Commission’s 
order in No. 11863, Philadelphia & Reading Railway, Central 
New England Railway et al., re: Anthracite Coal Rates—Fourth 
Section Application. 

The Kansas City iron and steel interests have filed a supple- 
mental petition in I. and S. No. 2653, Import Iron and Steel from 
Gulf Ports to Interstate destinations, in support of their petition 
for review of the record and decision therein, dated August 31, 
1926. 

Agent Johanson, in the name and on behalf of carriers, de- 
fendants in I. C. C. No. 14781, sugar, Louisiana points and Texas 
points to points in Oklahoma, has asked the Commission to 
modify its order of July 9, 1926, in so far as it concerns points 
of origin in Louisiana. 

The H. J. Heinz Company has asked the Commission to 
postpone the effective date of the order in No. 15452, Harbauer 
Company vs. Ann Arbor et al., decided July 17, 1926, from Octo- 
ber 12, 1926, to January 12, 1927. 

The respondents in I. and S. No. 2670, class and commodity 
rates from Pennsylvania to Central and Western Trunk Line 
territories, have asked the Commission to postpone the effective 
date of the order therein, and to grant a reconsideration and 
rehearing of the issues involved. - 

The complainants in No. 15245, Anderson Taylor Company 
et al. vs. Santa Fe, Director-General, as agent, et al., have asked 
the Commission to reconsider and modify its order (mimeo- 
graphed) in this proceeding, decided July 17, 1926. 

The Director-General has asked the Commission to dismiss 
No. 10364, General Fire Extinguisher Company et al. vs. Direc- 
tor-General, Alabama & Vicksburg et al., No. 10439, Globe Auto- 
matic Sprinkler Company vs. Director-General, Alabama & Vicks- 
burg et al.; No. 10594, Wholesale Coal Trade Association of New 
York, Inc., et al. vs. Director-General, as Agent, Baltimore and 
Ohio et al.; No. 10684, Lehigh Valley Coal Sales Company vs. 
Director-General, Lehigh Valley Railroad; and No. 11368, Jarecki 
Chemical Company vs. Director-General, as Agent, Baltimore & 
Ohio Railroad et al., for lack of prosecution. 

The complainants in Docket Nos. 17699, and Sub. No. 1, 
17689, 17763, 17764 and Sub. No. 1, have asked the Commission 
to refer back to examiner for supplemental tentative report in 
No. 17517, In re: Rates on Chert, Clay, Sand and Gravel within 
the State of Georgia, and consolidated cases, in order that rea- 
sonably accurate conclusions may be reached, and that the date 
for filing exceptions to the tentative report previously submitted 
be postponed to a date to be hereafter fixed. 

The complainant in No. 14733, A. G. Zulfer & Company vs. 
Director General, as agent, has asked the Commission to grant 
a reargument therein. 

The defendants, members of the Western Trunk Line Com- 
mittee, in No. 14781 and Subs. 1, 2 and 3, Oklahoma Traffic Asso- 
ciation et al. vs. Alabama Great Southern et al., have joined in 
petition filed herein by Southwestern Lines for postponement of 
effective date of Commission’s order herein of July 9, 1926, for 
rehearing and reconsideration of this case by the Commission, 
or in the alternative, for reargument and reconsideration of this 
case by the full Commission. 

The complainants in No. 14968, the Victor-American Fuel 
Company et al. vs. Denver & Salt Lake et al., have asked the 
Commission for further hearing therein with respect to the 
fact of damage and amount of damages sustained by them by 
reason of the rules, regulations and practices of the defendants 
found in said report to have been unjust, unreasonable, unduly 
prejudicial and preferential, and unlawful. 
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The complainant and intervener in No. 16158, Edward Hines 
Yellow Pine, Trustees, complainant, and Edward Hines Yellow 
Pine Company, Intervener, vs. Akron, Canton & Youngstown 
et al., have asked the Commission to grant further hearing 
therein. 


The complainants in No. 13758 (Sub. No. 1), Ridenour-Baker 


Mercantile Company et al. vs. Santa Fe et al., have asked the 
Commission to modify its order therein. 


FINANCE APPLICATIONS 


The Denver & Salt Lake Railway Company has applied for au- 
thority to acquire control of the Northwestern Terminal Railroad 
Company in Denver, Colo. The applicant proposes to lease the prop- 
erty until December 31, 1976. The Northwestern Terminal Railroad 
Company, in applications pending before the Commission, has asked 
authority to acquire the property of the Northwestern Terminal Rail- 
way Company of Denver. ‘ 

The New York Central Railroad Company has applied for au- 
thority to acquire control, by purchase of stock, of the Bailey Run, 
Sugar Creek and Athens Railway Company. The line to be acquired 
connects with the Kanawha and Michigan Railway, which is operated 
by the New York Central, about one mile north of Chauncey, Ohio. 
Its main line is abeut two miles long. It has about a mile and one- 
half of branch lines and eight side tracks with an aggregate length 
of approximately five miles. It serves various bituminous coal mines 
and constitutes a feeder line to the applicant’s line. 

The Louisiana and Pacific Railway Company of Louisiana has 
applied for authority to abandon approximately 43 miles of. railroad 
extending from DeRidder to Lake Charles, La. The applicant said 
42.3 miles of the line was operated under an operating contract with 
the Lake Charles & Northern Railroad Company, and as to that 
part of the line, abandonment of operation only was sought. As to 
the remainder of the line which consists practically entirely of in- 
dustry tracks and connecting tracks at DeRidder and Lake Charles, 
La., the abandonment of that part of the line itself is sought, ac- 
cording to the application. The applicant said the operating con- 
tract referred to woule€ expire October 31, and that, owing to decline 
of traffic in forest products, and to the fact that the territory would 
be amply served by the Lake Charles & Northern and other carriers, 
continuance of operations over the part of the line covered by the 
contract and continuance of the remainder of the line was not re- 
quired by public convenience or necessity. 

The Illinois Central has applied for authority to issue and 
sell $35,000,000 of 40-year 4% per cent gold bonds to reimburse 
its treasury for money expended for improvements and extensions 
of its property or of its subsidiaries. Proceeds from the sale 
of the bonds will be used for similar purposes. The company 
has tentatively accepted, subject to the approval of the Commis- 
sion, an offer of 93.65 and accrued interest’ for the issue from 
Kuhn, Loeb & Co. 

In a separate application the Illinois Central asked authority 
to issue and sell $4,665,000 of 4% per cent equipment trust cer- 
tificates to Kuhn, Loeb & Co. at 98.43 per cent of par and ac- 
crued dividends, the proceeds to be applied on the purchase of 
fifty freight locomotives and twenty passenger locomotives at a 
cost of $6,232,000. 

John Skelton Williams, receiver of the Georgia & Florida, 
asked authority to issue from*$250,000 to $271,000 of 6 per cent 
receiver’s certificates, and $750,000 of 5 per cent equipment trust 
certificates in connection with the acquisition of 500 box cars and 
thirty gondola cars. ° 

The Coal River & Eastern Railway Company, controlled by 
officials of the Brotherhood of Locomotive Engineers, has applied 
to the Commission for authority to issue $250,000 of stock and to 
acquire and operate the line of the Coal River Colliertes from Ash- 
ford to Warren S, W. Va., by delivery of the stock to the latter com- 
pany. 

_The Artemus-Jellico Railroad Company has applied for authority 
to issue $25,000 of stock in connection with acquisition of the property 
of the Cumberland Railroad Company, extending from Artemus to 
Anchor, Ky. 

The Union Pacific has applied for authority to construct an ex- 
tension of about 2% miles long from Ripple, Colo., to the plant of 
the Union Oil Company of California. 

The Stockton Terminal & Eastern has applied for authority to 


acquire and operate a line of railroad from Stocktdén to Bellota, 
Calif., a distance of 21 miles. 





UNCONTESTED FINANCE CASES 


By memorandum, the Commission has announced approval of 
the application of the Missouri-Kansas-Texas, the New Orleans, 
Texas & Mexico and the Santa Fe to acquire control of the Texas 
City Terminal Railway Company by purchase of capital stock. The 
Commission imposed conditions and requirements to be set forth 
in- the formal report in the proceeding. 

The Meridian & Bigbee River has been authorized to construct 
a_line of railroad in Lauderdale county, Miss., and Choctaw and 
Marengo counties, Ala., extending from Meridian, Miss., to Myrtle- 
wood, Ala., a distance of approximately 50 miles. Permission was 
granted to retain excess earnings, if any, for ten years, 

The New Orleans Great Northern has been authorized to con- 
Struct and operate an extension of its line in Hinds county, Miss., 
including terminals in Jackson, Miss., from Nogan to a terminal site 
on the west bank of Pearl River in Jackson. Conditions were im- 
posed which will be announced in the formal report in the case. 

By supplemental report and order the Commission has authorized 
the Minneapolis, Northfield & Southern to issue $750,000 of first 
mortgage gold bonds and $250,000 of five-year convertible 6 per cent 
gold notes in lieu of $1,000,000 of bonds heretofore authorized. The 
bonds are to be sold at not less than 95 per cent of par and accrued 
interest, and the notes are to be sold at not less than par and 
accrued interest. The Commission also authorized the company to 
issue $250,000 of common capital stock in conversion of the convertible 
gold notes authorized to be issued. 





TRANS-MISSOURI BOARD MEETING 
The Trans-Missouri-Kansas Shippers’ Advisory Board will 
hold a meeting at the Hotel Robidoux, St. Joseph, Mo., Sep- 
tember 15. The business session will be preceded by a day of 
golf and bridge at the St. Joseph Country Club, September 14, 
and a banquet at the Hotel Robidoux. 
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RATE STRUCTURE INVESTIGATION 


The Commission’s notice in No. 17000, rate structure investi- 
gation, made public September 3 (see Traffic World, Sept. 4), 
follows: 


The Commission is engaged in an investigation entitled No. 
17000, Rate Structure Investigation, pursuant to the mandate of 
the Congress by joint resolution commonly known as the Hoch- 
Smit Resolution, approved January 30, 1925, directing the Com- 
mission to make a thorough investigation of the rate structure of 
common carriers subject to the interstate commerce act in order 
to determine whether and to what extent and in what manner 
such rate structure is in any respect unlawful, and to make such 
lawful changes, adjustments, and redistributions as may be neces- 
sary to correct any defects found to exist. In conducting that 
investigation it has become necessary to obtain information con- 
cerning the rate structures, and the origins, destinations, and 
trends of movement of traffic, which is not now before the Com- 
mission in an available form. 

Accordingly, questionnaires have been prepared for the sub- 
mission by territories, or groups, of origin and destination of the 
information now required by the Commission. Specimen ques- 
tionnaires accompany this notce. While respondents may employ 
such means as they may deem proper for the assembling of the 
information called for, it is desired that a single consolidated 
report be made to the Commission by the carriers operating in 
each group, and that, to the extent practicable, additional sepa- 
rate reports be made by individual carriers in each group. Col- 
laboration between the various groups of carriers will be neces- 
sary for the assembling of some of the information, as for 
example information concerning combination rates and accessorial 
services on traffic from group to group. 

The groups for which reports are requested are 15 in num- 
ber—12 within the United States, 2 for Canadian traffic, and 1 for 
Mexican traffic. The groups are as follows, and their boundaries 
are described in Question 4 of the attached questionnaire: 

New England territory. 

Trunk line territory. 

Central territory. 

Mississippi Valley territory. 

North and South Carolina and southern Virginia. 
Southern Florida. : 
All remaining southern territory. 
Western trunk line territory. 
Southwestern territory. 

Intermountain territory. 

North Pacific Coast territory. 

South Pacific Coast territory. 

Eastern Canadian territory. 

Western Canadian territory. 

Mexican territory. 

Two forms of questionnaire -are provided: Form No. 1 for 
reporting as to commodities which are not customarily accorded 
transit, which is to be executed by the originating carriers; and 
Form No. 2 for reporting as to commodities which are customarily 
accorded transit, which is to be executed by the delivering 
carriers. 

The carriers operating in each of the 12 groups within the 
United States are requested to execute for their group a separate 
Form No. 1 questionnaire for each of the following commodities: 
Cattle, gasoline (except casinghead), automobiles, bar iron; and 
to execute for their group a separate Form No. 2 questionnaire 
for each of the following commodities: "Wheat, potatoes, hay, 
lumber (other than hardwood), lumber (hardwood). These ques- 
tionnaires shall be executed and filed with the Commission in 
duplicate at the earliest practicable date, but not later than 
October 27, 1926. 

In addition to executing the questionnaires above required, 
the carriers, individually and as a whole, operating in each of 
the 12 groups within the United States are requested to prepare 
a list of the 25 nontransit commodities which, from the revenue 
standpoint, are believed to be the most important originating 
within the particular group, and to prepare a separate list of the 
8 transit commodities which, from the revenue standpoint, are 
believed to be the most important finally delivered within the 
particular group, the commodities to be listed in their general 
order of importance as far as practicable. To a certain extent 
the foregoing sentence is modified by the next succeeding para- 
graph hereof. It is desired that the carriers within the United 
States also collaborate and compile lists of the nontransit com- 
modities, if any, imported from Canada and Mexico in such volume 
that the traffic therein is believed to be of sufficient importance 
from the revenue standpoint to class it with the traffic in the 
domestic commodities listed. Three such lists, one each for east- 
ern Canada, western Canada, and Mexico, should be compiled. 
The commodities thus listed by the various groups will, of course, 
differ somewhat. Commodities on which the execution of ques- 
tionnaires is now being required may or may not appear in these 
lists. Traffic received either directly or indirectly from boat lines 
and which is not identified as having had previous rail trans- 
portation by United States rail carriers, including import traffic, 
Should be regarded as originating at the port of entry. By 
“finally delivered” is meant where the transportation, from the 
tariff standpoint, has ended, and will not be regarded as a portion 
of a transportation, the next portion of which will be connected 
up with this portion by means of a tariff offering transit arrange- 
ments. By “nontransit commodities” is meant such as do not 
customarily receive transit; by “transit commodities,” is meant 
such as customarily receive transit, diversion, or reconsignment. 
In deciding upon the commodities to be listed by the several 
groups it is desired that respondents collaborate, in order that 
like commodity descriptions may be used where two or more 
groups list the same general commodity, and in order to determine 
which commodities will be considered as customarily receiving 
transit so that the classification of a particular commodity as 
transit or nontransit will be uniform in the various lists. 

It will be recognized that there are certain commodities which 
may be said to be controlling (using that word in a modified 
sense) from the rate standpoint, in that the rates thereon either 
control or exert great influence upon the rates on other com- 
modities which compete therewith, or which are manufactured 
therefrom, or which are varied forms of the controlling com- 
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modity, 
general, 
timbers, ties, piling, poles, and many articles manufactured from 
lumber are largely influenced or completely controlled by the 
rates on lumber. 
or exerting great influence on rates on other grains and on grain 
products; cattle as affecting the rates on other livestock and 
possibly on fresh meats; 
rates on other coal and on coke. 
the commodities to be listed respondents bear this in mind and 
as far as practicable select commodities which may be considered 
as controlling commoditiies. 
coke are regarded as among the most important nontransit com- 
modities originated in a particular territory, and if the rates on 
coke are largely controlled or greatly influenced by the rates on 
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ete. For example, and speaking of rates thereon in 
lumber is a controlling commodity, and the rates on 


Other examples might be wheat as controlling 


and bituminous coal as affecting the 
It is desired that in selecting 


Thus if both bituminous coal and 


bituminous coal, it is desired that bituminous coal alone be listed. 
In such case coke would not be counted in the prescribed number 
of commodities to be listed; that is, 25 commodities exclusive of 
coke should be listed. To the extent indicated in this naragraph 
the paragraph next above is modified. These lists of commodities 
shall be filed with the commission at the earliest practicable date 
but not later than October 27, 1926. 

Additional copies of the questionnaire forms necessary for 
making returns will be furnished on applicatoin. All correspond- 
ence respecting these matters should be addressed to the secretary 
of the Interstate Commerce Commission, Washington, D. C., and 
should refer to Docket No. 17000. 


Conferences on proposed questionnaires were held by the 
Commission in June. (See Traffic World, June 5, p. 1529, and 
June 12, p. 1576.) 

Form No. 1 of the questionnaire is printed on white paper. 
Form No. 2 is printed on yellow paper. 

The questionnaire requires a comparison of present rates 
with rates as of July 1, 1913, in those instances where rates are 
to be given for certain commodities. 

Sheet 1 of Form No. 1, questionnaire covering representative 
rates on (blank space) in carloads as of July 1, 1926, and other 
data, from (blank space) territory, contains the following 
instructions: 


The object of this questionnaire is to obtain definite informa- 
tion as to the important sources and destinations of traffic, the 
main currents of traffic, typical rates, character of the rate struc- 
ture, and other pertinent information. 

Carriers reporting on this form will be referred to herein as 
respondents. The origin territory covered by this questionnaire 
will be referred to as respondents’ territory. Wherever the spaces 
herein are insufficient in which to make complete answers, addi- 
tional sheets, similar in form and size, should be inserted. 

Questions calling for information bearing upon volume of 
traffic, average hauls, accessorial services, and such like, do not 
contemplate a checking of the records of the carriers, but merely 
the best estimates that can be made by railway officials or em- 
ployes who are familiar with the origin and trend of movement, 
etc., of the traffic originated. The estimates as to volume of 
traffic so furnished are not intended as a basis for determining 
the probable effect upon carriers’ revenues of any contemplated 
changes in freight rates, but are desired for the'purpose of indi- 
cating the relative importance of the various adjustments from 
respondents’ territory to the several destination territories. 

In answering Question 5 actual distances should be used; but 
where carriers apply constructive mileage in making the rates 
an explanation of that fact should be made. If practically no 
shipments of this commodity move from respondents’ territory to 
any one or more of the destination territories described in Ques- 
tion 4, no report of the rates to those particular territories need 
be made for the present; but report should be made if as many 
as 10 carloads a year are believed to move. If the furnishing of 
the July 1, 1913, rates (Column 7) will delay the submission of 
the questionnaire. beyond the date set, the remainder of the 
information should be furnished on the scheduled date and the 
1913 rates may be submitted later. 

Question 11, relating to empty car movement, need be an- 
swered only when the commodity moves in equipment other than 
ordinary box or flat cars, and when such other equipment is used 
to such extent that it becomes a factor tending to induce rates 
different from what should apply if the movement were in box 
cars. 
The following questions are contained in Form No. 1 of the 
questionnaire; each of the questions being preceded by “Com- 
modity,” with blank space opposite, and by “Origin Territory,” 
with blank space opposite: 

jae 1. Names the carriers on whose behalf this report is 
made. 

Question 2. Explain, 
border-line points 
excluded. 

Question 3. State in what portions of respondents’ territory 
this commodity originates, and name the origin points which are 
believed to be most important from the standpoint of tonnage of 
this commodity originated. 

Question 4. Show, as accurately as practicable, the approxi- 
mate percentages which the various destination territories de- 
scribed below received of the tonnage of this commodity orig- 
inated in respondents’ territory in 1925. Border-line points (e. g., 
Pittsburgh) which are treated in tariffs as in different destination 
territories dependent on the origin of the traffic, should be here- 
under treated in the same manner. 


Destination Territories 


New England Territory (the New England States). 

Trunk Line Territory (bounded on the east by New England, 
ono the north by the Canadian boundary, on the west by the Buf- 
falo-Pittsburgh-Huntington line, and on the south by the Hunt- 
ington-Roanoke-Lynchburg-Petersburg-Norfolk line). 

Central Territory (bounded on the east by the Buffalo-Pitts- 
burgh-Huntington line, on the north by the Canadian boundary, 
on the west by the Chicago-Joliet-Peoria-East Burlington line and 
Mississippi River, on the south by the Ohio River; except that 


the extent to which 
in Question 4 are included or 


where necessary, 
indicated 





























































































































traffic between Illinois and Western Trunk Line Terrltory should 
be treated as within Western Trunk Line Territory). 

Mississippi Valley Territory (bounded on the east by the 
Paducah-Paris-Jackson-Corinth-Tupelo-Columbus-Meridian-Mobile 
line, and on the west by the Mississippi River). 

North and South Carolina and Southern Virginia (the Caro- 
linas and that portion of Virginia south of Trunk Line Territory). 

Southern Florida (bounded on the north by the Seaboard Air 
Line Railway, Jacksonville to River Junction). . 

All remaining Southern Territory (all territory bounded on 
the west by the Mississippi River and on the north by the Ohio 
River and Huntington-Roanoke-Lynchburg-Petersburg-Norfolk 
line which is not included in Mississippi Valley Territory, North 
and South Carolina and Southern Virginia, or Southern Florida). 

Western Trunk Line Territory (bounded on the east by Cen- 
tral Territory, on the north by Canada, on the west by Inter- 
mountain Territory as defined below, on the south by the southern 
State lines of Kansas and Missouri; except that traffic between 
Illinois and Western Trunk Line Territory should be treated as 
within Western Trunk Line Territory). ’ 

Southwestern Territory (Texas, Oklahoma, Arkansas, and 
Louisiana on and west of the Mississippi River). 

Intermountain Territory (Montana, Idaho, Nevada, Utah, 
Arizona, New Mexico, and those portions of Colorado and Wyom- 
ing bounded on the east by the Cheyenne-Denver-Colorado 
Springs-Pueblo-Trinidad line). 

North Pacific Coast Territory (Washington and Oregon). 

South Pacific Coast Territory (California). 

Eastern Canada (east of but not including Port Arthur and 
Cameo, Ontario). 

Western Canada (Port Arthur and Cameo, Ontario, and west 
thereof). 

Mexico. , 7 

Question 5. Set forth below information concerning enough 
of the most important rates for various distances to illustrate 
the rate structure, and to disclose a reasonably comprehensive 
picture of the average hauls, rates and earnings on the bulk of 
the tonnage from respondents’ territory to this territory. Indicate 
key rates by a distinguishing symbol (K), intrastate rates by an 
asterisk (*), import rates by (I), exports rates by (E). Columns 
are provided for answers dealing with origin in respondents’ 
territory, destination, routes (most used routes with junction), 
distance, distance via shortest available route, rates (present 


July 1, 1913, tariff authority for present rate), character of rate * 


(joint, combination, class or commodity, specific or distance), 
minimum weight, approximate average loading, revenue (per car, 
car-mile, ton-mile), and as to joint line traffic show amount of 
rate accruing in each major rate group (as defined in 58 I. C. C. 
220, 225, 226) the columns under this last subject to be used only 
for interterritorial traffic. 

(Sheets 6 to 20, inclusive, of Form No. 1 contain Question 5, 
a sheet being set aside for each territory, such as New England 
territory destinations, etc.) 

Question 6. Separately for each territory of destination indi- 
cated in Question 4, give in narrative form a description of the 
existing rate structure. In this narration cover the structure at 
both origin and destination. 


Question 7. If, under the rates set forth in answer to Question 
5, accessorial services are customarily performed on the com- 
modity, either within or without respondents’ territory, without 
the assessment of charges therefor in addition to the line-haul 
rates, briefly describe such services, and connect them up with the 
Ave nel (a) Switching; (b) reconsigning; (c) transit; (d) other (ex- 
plain). 

Question 8. State briefly in narrative form the effect upon 
the rate structure on this commodity of the more important 
changes therein, including the percentage increases and reduc- 
tions, subsequent to July 1, 1913. Especially explain any dis- 


ruptions to rate structures and what steps were taken to correct 
them. 


Question 9. Upon what commodities do the rates on this com- 
modity exert a controlling or a considerable influence? Explain 
generally the extent of such influence, whether controlling or, 
though considerable, yet not controlling. State, in a general way, 
the relation of the volume of traffic in those commodities, orig- 
inated in respondents’ territory, to the volume of traffic in the 


commodity covered by this questionnaire, originated in respond- 
ents’ territory. 


Question 10. Separately for each territory of destination indi- 
eated in Question 4, state which, if any, of the rates or minimum 
weights on this commodity should have the special consideration 
of the Commission with a view to determining whether or not 
they will bear increases. The answer hereto should not be con- 
fined to those cases where there is agreement among all the car- 
riers participating in the rates or minimum weights, but should 
incorporate the views of each and all of the carriers. The names 
of the carriers suggesting the consideration of particular items 
under this question need not be given. 


Question 11. (a) Report as accurately as practicable the 
empty-car movement attributable to the movement of this traffic 
from respondents’ territory to each destination territory where 
there is a substantial empty-ar movement, stated, if possible, in 
terms of percentage of empty mileage to loaded mileage. (b) Is 


= answer based on estimate, or on actual test? Describe 
ully. 


Question 12. (a) As to any of the respondents which have 
compiled such statistics, show the approximate percentage to that 
respondent’s total loss and damage claim payments in 1925 on 
all commodities, of the amount paid out on loss and damage 
claims on shipments of this commodity. (b) As to any respond- 
ents which have compiled such statistics, show the relation of 
loss and damage claim payments in 1925 on this commodity to the 
revenue on this commodity, by dollars and by percentage. (c) 
State briefly the principal hazards connected with the transporta- 
tion of this commodity. Describe the characteristics of the com- 
modity as they relate to the matter of Loss and damage claims. 


Sheet 1 of Form No. 2, questionnaire covering representative 
rates on (blank space) in carloads as of July 1, 1926, and other 
data, to (blank space) territory, contains the following instruc- 
tions, differing slightly from those contained in Form No. 1: 
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The object of this questionnaire is to obtain definite informa- 
tion as to the important sources and destinations of traffic, the 
main currents of traffic, typical rates, character of the rate struc- 
ture, and other pertinent information. 

Carriers reporting on this form will be referred to herein 
as respondents. The destination territory covered by this ques- 
tionnaire will be referred to as respondents’ territory. Wherever 
the spaces herein are insufficient in which to make complete an- 
swers, additional sheets, similar in form and size, should be 
inserted. 

Questions calling for information bearing upon volume of 
traffic, average hauls, accessorial services, and such like, do not 
contemplate a checking of the records of the carriers, but merely 
the best estimates that can be made by railway officials or em- 
ployes who are familiar with the origin and trend of movement, 
etc., of the traffic finally delivered. The estimates as to the vol- 
ume of traffic so furnished are not intended as a basis for deter- 
mining the probable effect upon carriers’ revenues of any 
contemplated changes in freight rates, but are desired for the 
purpose of indicating the relative importance of the various rate 
adjustments to respondents’ territory from the several origin 
territories. 

The points from which the rates herein reported apply are 
the origin points within the meaning of this questionnaire, and 
should be so considered in answering questions referring to origin 
territories, regardless of the fact that the commodities may have 
had a prior origin and prior movements under other rates. 

In answering Question 5 actual distances should be used; but 
where carriers apply constructive mileage in making the rates 
an explanation of that fact should be made. The rates to be 
reported are those on basis of which respondents collect charges 
on transit commodities finally delivered by them. Where ship- 
ments have prior movements totally disconnected from the move- 
ments under the rates here reported and not taken into considera- 
tion by respondents in assessing their charges, the rates covering 
such prior movements should be ignored in this report. If prac- 
tically no shipments of this commodity move to respondents’ ter- 
ritory from any one or more of the origin territories described 
in Question 4, no report of the rates from those particular terri- 
tories need be made for the present; but report should be made 
if as many as 10 carloads a year are believed to move. If the 
furnishing of the July 1, 1913, rates (Column 7) will delay the 
submission of the questionnaire beyond the date set, the remainder 
of the information should be furnished on the scheduled date and 
the 1913 rates may be submitted later. 

Question 11, relating to empty car movement, need be an- 
swered only when the commodity moves in equipment other than 
ordinary box or flat cars, and when such other equipment is used 
to such extent that it becomes a factor tending to induce rates 


different from what should apply if the movement were in box 
cars. 


Each question in Form No. 2 is preceded by “Commodity” 
followed by blank space and by “Destination Territory,” fol- 
lowed by blank space. The same questions as appear in Form 
No. 1 appear in Form No. 2 except that they are phrased to 
apply to commodities delivered in respondents’ territory. 


SOUTHERN CLASS RATE CASE 


Under a notice issued by Chairman Eastman in No. 13494, 
Southern Class Rate Investigation, parties to the proceeding 
may comment on the request made by the Montgomery Chamber 
of Commerce and the Traffic Bureau of Nashville, in a petition 
filed recently by them, that a modification be made in the find- 
ings in the second supplemental report in the case. Statements 
must be filed not later than September 15. Chairman Eastman’s 
notice follows: 

The Commission is in receipt of a petition filed on behalf of the 
Montgomery Chamber of Commerce and the Traffic Bureau of Nash- 
ville asking that a modification be made in the findings in the sec- 
ond supplemental report in the above-entitled proceeding, 113 I. C. C. 
200, by eliminating the advances authorized in the Appendix K-1 
scale for distances beyond 150 miles or by providing specifically that 
the increases shall apply only for joint-line hauls over lines not 
under the same management and control. The reasons advanced in 


‘support of this modification are set forth in the petition. Any rep- 


resentatives of carriers, shippers or other parties to the proceeding 
who desire to comment upon this request prior to action by the 
Commission will be given opportunity to do so by filing a statement 
in writing on or before September 15, 1926. The Commission would 
prefer that such statements be printed but they will be received in 
mimeographed form if time limitations make printing impracticable. 
Fifteen copies should be supplied the Commission, 10 copies to Chas. 
Barham, chairman of the Southern Freight Association, 101 Marietta 
Street, Atlanta, Ga., and 10 copies to M. M. Caskie, general manager 
of the Montgomery Chamber of Commerce, Montgomery, Ala. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal increased sharply the week ended 
August 28, according to the Bureau of Mines of the Department 
of Commerce, the output being estimated at 11,215,000 net tons, 
a gain of 682,000 tons, or 6.5 per cent, over the revised estimate 
for the preceding week. Production of anthracite the week 
ended August 28 was estimated at 1,999,000 net tons, a gain of 
— tons, or 12.2 per cent, over the output of the preceding 
week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended August 28 totaled 653,485 net tons, of which 
175,170 tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended August 14 were 
reported as follows: Bituminous, 2,497; anthracite, 3,749. 

Bituminous coal dumped into* vessels at Lake Erie ports 
the week ended August 29, totaled 925,642 net tons. Anthracite 


shipped from Lake Erie ports the week ended August 29 totaled 
127,828 net tons. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National R 
' + ae published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





(District Court, S. D., New York.) Provision of bill of 
lading that carrier’s liability for loss or damage should be lim- 
ited to value of goods at place of shipment held valid as an 
agreement fixing the basis for damages.—The Asuarca, 13 Fed. 
Rep. (2d) 222. 

Under bill of lading providing that the measure of damages 
for goods lost or damaged should be their value at place of 
shipment, the shipper held entitled to recover the invoice value 
of damaged goods, plus the freight paid thereon.—Ibid. 

Carrier held not entitled to set-off against claim for damage 
to cargo, amount paid for wharfage or demurrage at place of 
delivery, but entitled to allowance for storage of goods which 
shipper failed to remove from pier and cost of disposing of them. 
—Ibid. 

(District Court, S. D., New York.) Under act Feb. 13, 1911 
(Comp. St., secs. 5559-5571), where charter party authorized 
charterers to cancel charter party not later than day of steamer’s 
readiness, if steamer was not ready for cargo on or before July 
31, loading lay days to commence “from time steamer is ready 
to load and custom house formalities are fulfilled,” held that, in 
view of Rev. St., secs. 2869, 2870 (Comp. St., sec 5558), tender 
on July 31 of ship which arrived on that day after custom house 
had closed was good tender, no custom formalities being required 
to lift cargo, except report required by Rev. St., sec. 2774 (Comp. 
St., sec. 5470), which may be made after ship has lifted cargo.— 
United Transpt. Co. vs. Berwind-White Coal-Mining Co., 13 Fed. 
Rep. (2d) 281. 

(Circuit Court of Appeals, Second Circuit.) Where charter 
party authorized charterers to cancel charter party not later 
than date of ship’s readiness, if steamer was not ready for cargo 
on or before July 31, loading lay days to commence “from time 
steamer is ready to load, and custom house formalities are 
fulfilled,” held, that entry of ship at custom house was not pre- 
requisite to readiness for cargo at loading port, and tender on 
July 31 of ship which arrived on that day after custom house 
closed was good tender.—United Transp. Co. vs. Berwind-White 
Coal-Mining Co., 13 Fed. Rep. (2d) 282. 

Provision of charter party authorizing parties to cancel 
charter party if cargo license should not be received or be 
revoked, or at any time when steamer is waiting for cargo, on 
paying demurrage, held not applicable to cancellation on ground 
that vessel was not ready for cargo within time specified in 
charter party.—Ibid. 

Shipowner’s measure of damages for charterers’ cancellation 
of charter party is difference between what shipowner would 
have made under canceled charter if no casualty had occurred 
and no extraordinary expenses had been encountered, and what 
he earned under substitute charter.—Ibid. 

Inaccuracy of trial court in computing shipowner’s damages 
for charterer’s wrongful cancellation of charter party must be 
plain and plainly injurious to move appellate court in favor of 
charterer, the original wrongdoer.—Ibid. 


Loss and Damage Decisions | 
Cases Recently Decided by State and Federal Courts 
es taken from Reporters and Digests of National Reporter 


ystem, published by West Publishing Co., St. Paul, Minn. } 
Copyright by West Publishing Co.) 


See rer ee eer - 
LOSS OF OR INJURY TO GOODS ‘ 

(Supreme Court of Iowa.) In action against Director-Gen- 
eral of Railroads for injury to shipment in transit over two 
railroads. Director-General was in court as representative of 
government in management of railroad on whose agent notice 
was served only, notwithstanding petition alleged he controlled 
both railroads, case was against him by name and title, and 
he answered as “defendant.”—Dye Produce Co. vs. Davis, Di- 
rector-General of Railroads, 209 N. W. Rep. 744. 

Director-General of Railroads, as representative of govern- 
Ment, can be sued only to extent and under conditions prescribed 
by federal control statute and orders thereunder.—Ibid. 

Service on connecting railroad held not service on initial 
railroad under Code Supp. 1907, sec. 3529 (Code 1924, sec. 11072), 
on ground that delivering railroad was agent of initial railroad 
in respect of through shipment and liable for its loss under 
Comp. St. U. S., sec. 8604a.—Ibid. 

Where trial court reached correct conclusion, ground on 
which based is immaterial.—Ibid. 
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In action against Director-General of Railroads for injury 
to goods transported by two railroads under his control, where 
service was had on one and judgment rendered for defendant 
and plaintiff without filing new petition served notice on other, 
Director-General’s motion to dismiss was properly sustained, in 
view of Code 1897, sec. 3515 (Code 1924, sec. 11057).—Ibid. 

In action against railroads for vegetables freezing in transit, 
failure of court, in stating issues, to state that plaintiff claimed 
shipment was unfrozen when received for transportation, held 
not error, where court stated that plaintiff claimed shipment was 
damaged by railroad’s failure to perform duty as common carrier. 
—Ibid. 

Generally common carrier is insurer against risks incident 
to transportation, save those resulting from act of God or public 
enemy.—Ibid. : 

Common carrier is not insurer of perishable goods against 
injury due to their inherent qualities, but need only exercise 
reasonable care.—Ibid. 

Common carrier is not insurer of fresh vegetables against 
injury by freezing, but is liable only for want of reasonable care. 
—Ibid. : 

Instruction held inaccurate in failing to distinguish be- 
tween railroad and defendant Director-General.—lIbid. 

In action against Director-General of Railroads for injury 
to goods, instruction that plaintiff had burden to establish rail- 
road’s negligence as substantially as alleged in petition was 
erroneous in imposing burden of establishing particular acts of 
negligence.—Ibid. 

Shipper establishes prima facie case against common carrier 
when he establishes receipt of goods by carrier in good con- 
dition and delivery at destination in bad condition.—Ibid. 

That greater burden of proof than law required was imposed 
on plaintiff does not entitle it to a reversal, if plaintiff was not 
entitled to a verdict in any event.—lIbid. 

In action for goods freezing in transit by railroad evidence 
held for jury on whether shipment was unfrozen when delivered 
to railroad.—lIbid. 

It is common knowledge that fresh vegetables are produced 
in wholesale quantities in November only in localities where 
ordinarily they are not subject to freezing.—Ibid. 

Where goods are shown to have been delivered to initial 
carrier in good order, presumption arises that they were in that 
condition when received by connecting carrier.—Ibid. 


In action for goods freezing in transit by railroad, where 
judgement was for defendant and case was for jury, instruction 
requiring plaintiff to establish specific negligence, where only 
bound to establish delivery to carrier in unfrozen condition and 
delivery of goods at destination damaged by freezing, held 
prejudicial error.—Ibid. 


(Supreme Court of Colorado.) Bank, discounting bill of 
lading for corn in possession of buyer who failed to pay seller, 
acquires no greater right in corn than buyer had, since bare 
possession does not clothe buyer with power to dispose of corn 
as owner.—First State Bank of Brandon vs. Kohl et al., 247 Pac. 
Rep. 571. 

Evidence held to sustain finding that bank, taking bill of lading 
for corn from buyer, knew that buyer’s checks for purchase price 
of some of corn had been dishonered, and was put on inquiry as 


to other facts, and hence acquired no interest as against sellers. 
—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and ests of National Reporter 
System, published by West Puli Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Appeals of Virginia.) Pullman sur- 
charge, authorized by Interstate Commerce Commission under 
interstate coommerce act, sec. 15-a, as added by act Feb. 28, 
1920, sec. 422 (U. S. Comp. St. Ann. Supp. 1923, sec. 8583a), 
held not invalid as additional tax exacted by Pullman Company 
without giving anything of value in return, being collected by 
it for carriers as part of transportation charge.—Atlantic Coast 
Line R. Co. et al. vs. Commonwealth ex rel. State Corporation 
‘Commission, 133 S. E. Rep. 883. 


That Pullman Company is under contract to pay railroads 
for hauling Pullman cars held not to authorize removal of intra- 


— Pullman surcharge by State Corporation Commission.— 
Ibid. 


State Corporation ‘Commission cannot reduce intrastate fares 
below general level of interstate rates by ordering removal of 
intrastate Pullman surcharge, as to do so would break down 
interstate rates established by Interstate Commerce Commissino 
under interstate commerce act, sec. 15-a, as added by act Feb. 
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28, 1920, sec. 422 (U. S. Comp. St. Ann. Supp. 1923, sec. 8583a).— 
Ibid. 

Interstate commerce act, sec. 13, pars. (3), (4), as amended, 
and section 15-a, as added by act Feb. 28, 1920, secs. 416, 422 
(U. S. Comp. St. Ann. Supp. 1923, secs. 8581, 8583), give Inter- 
state Commerce Commission power to regulate intrastate com- 
merce only so far as necessary efficiently to regulate interstate 
commerce under Congress’ paramount power, and state authori- 
ties may deal with intrastate rates on general level which Com- 
mission has found fair to interstate commerce.—Ibid. 

That two railroads in state were earning more than return 
fixed by Interstate Commerce Commission held not, ground for 
removal of intrastate Pullman surcharge, in view of transporta- 
tion act Feb. 28. 1920 (U. S. Comp. St. Ann. Supp. 1923, sec. 
10071%4 et seq.), subjecting excess to pro rata recapture for pro 
rata benefit of all roads in same rate- group.—Ibid. 

Intrastate Pullman surcharge, worth $100,000 annually to 
carriers in state, held not removable on ground that loss would 
be de minimis.—Ibid. 

Interstate Commerce Commission, acting under Congress’ 
paramount authority, occupies entire field pertaining to inter- 
state commerce, thereby ousting state jurisdiction to control 
intrastate transportation in manner resulting in unjust or un- 
reasonable discrimination against interstate commerce.—lIbid. 

Where commonwealth offered no evidence and carriers’ evi- 
dence did not support State Corporation Commission’s order 
eliminating intrastate Pullman surcharge, worth $100,000 an- 
nually to carriers, such order is void as taking property without 
due process.—Ibid. - 

(District Court, N. D., New York.) Ruling of New York 
courts that Public Service Commission was without authority 
to make order requiring railroad to operate canal terminals 
owned by state, which Supreme Court, by denying certiorari, 
declined to disturb, will be accepted in federal court—New York 
‘Cent. R. Co. vs. United States (Interstate Commerce Commis- 
sion, intervener), 13 Fed. Rep. (2d) 200. 

Interstate Commerce Commission held without authority 
under interstate commerce act, sec. 6, par. 13, as amended 
(Comp. St. Supp. 1925, sec. 8569), to order railroad to operate 
canal terminals owned by state, where only substantial party 
to proceeding was state of New York, since statute requires that 
there shall be two carriers before commission, both subject to 
its jurisdiction.—Ibid. 

(Supreme Court, Special Term, New York County.) Where 
complaint alleged that consignee failed to pay freight as re- 
quired by bill of lading, consignee’s answer admitting allegations 
of complaint, except that it denied knowledge or information 
sufficient to form belief as to whether part of freight was paid, 
and admitting that consignee had not paid it, held to raise no 
issues, and complaint in connection with admissions of answer 
made prima facie case for plaintiff, entitling it to judgment on 
pleadings.—Transmarine Corporation vs. Delaware & Hudson 
Co., 216 N. Y. S. 623. 

Consignee’s acceptance of goods under bill of lading re- 
quiring payment of freight on delivery implies promise by con- 
signee to pay freight, and no agreement between consignor and 
consignee, of which carrier has no knowledge, is binding on car- 
rier, and carrier is not bound to inform consignee of consignor’s 
failure to pay freight—lIbid. 


REVENUE FREIGHT LOADING 


“More cars were loaded with revenue freight for the week 
ended August 28 than ever before for any one week on record,” 
says the car service division of the American Railway Asso- 
ciation. “The total for the week was 1,136,233 cars. 


“This exceeded by 11,795 cars, or 1.05 per cent, the previous 
high record for all time established in the corresponding week 
ended August 28, 1925, at which time 1,124,438 cars were loaded. 
The total for the week ended August 28 this year was also an 
increase of 115,424 cars above the same week in 1924 and was 
an increase of 47,442 cars above the preceding week this year. 

“Loadings have exceeded the million mark in fourteen weeks 
this year, but this heavy freight traffic is being carried without 
car shortage, there being instead nearly 170,000 surplus freight 
cars in good repair and immediately available for service. At 
the same time the railroads have more than 5,500 serviceable 
locomotives in good repair which they have not found necessary 
to place into service.” 

Loading by districts the week ended August 28 and for the 
corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 11,899 and 8,480; live 
stock, 2,761 and 3,084; coal, 49,814 and 54,395; coke, 3,244 and 2,672; 
forest products, 4,697 and 5,359; ore, 6,947 and 5,537; merchandise, 
L. C. L. 74,177 and 73,151; miscellaneous, 112,756 and 110,056; total, 
1926, 266,295; 1925, 262,733; 1924, 236,230. 

Allegheny district: Grain and grain products, 3,979 and 3,622; live 
stock, 2,666 and 2,520; coal, 51,740 and 52,791; coke, 5,117 and 4,827; 
forest products, 3,571 and 3,192; ore, 14,898 and 11,522; merchandise, 
L. C. L., 56,625 and 54,828; miscellaneous, 88,021; and 92,447; total, 
1926, 226,617; 1925, 224,949; 1924, 202,488. 

Pocahontas district: Grain and grain products, 306 and 254; live 
stock, 184 and 295; coal, 45,100 and 43,457; coke, 686 and 496; forest 
products, 1,643 and 1,976; ore, 106 and 93; merchandise, L. C. L., 7,392 
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and 7,153; miscellaneous, 6,376 and 4,819; total, 1926, 61,793; 1925, 
58,543; 1924, 47,903. : 

Southern district: Grain and grain products, 3,910 and 3,827; live 
stock, 1,903 and 2,346; coal, 26,848 and 28,758; coke, 791 and 799; forest 
products, 21,740 and 23,636; ore, 1,369 and 1,384; merchandise, L. C. 
L., 42,130 and 42,788; miscellaneous, 52,191 and 54,815; total, 1926, 
150,882; 1925, 158,353; 1924, 140,205. 

Northwestern district: Grain and grain products, 15,183 and 22,- 
553; live stock, 8,554 and 8,325; coal, 6,732 and 7,838; coke, 1,498 and 
1,124; forest products, 16,569 and 16,117; ore, 52,781 and 39,980; mer- 
chandise, L. C. L., 35,106 and 34,431; miscellaneous, 46,664 and 45,349; 
total, 1926, 183,087; 1925, 175,717; 1924, 151,917. 

Central Western district: Grain and grain products, 16,949 and 
13,345; live stock, 11,971 and 11,350; coal, 15,405 and 18,524; coke, 
319 and 236; forest products, 12,599 and 12,096; ore, 3,901 and 3,742; 
merchandise, L. C. L., 35,083 and 35,837; miscellaneous, 69,753 and 
64,138; total, 1926, 166,700; 1925, 159,268; 1924, I70,292. 

Southwestern district: Grain and grain products, 4,993 and 4,898; 
live stock, 3,196 and 3,821; coal, 5,520 and. 6,005; coke, 178 and 153; 
forest products, 10,083 and 9,774; ore, 423 and 375; merchandise, L., 
C. L., 17,749 and 17,404; miscellaneous, 38,717 and 42,445; total, 1926, 
80,859; 1925, 84,875; 1924, 71,774. 

Total, all roads: Grain and grain products, 57,219 and 56,979; live 
stock, 31,235 and 31,741; coal, 201,159 and 211,768; coke, 11,833 and 
10,307; forest products, 70,902 and 72,150; ore, 80,425 and 62,633; mer- 
chandise, L. C. L., 268,982 and 264,792; miscellaneou, 414,478 and 414,- 
068; total, 1926, 1,136,233; 1925, 1,124,488; 1924, 1,020,809. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1926 1925 1924 

Five weeks in January ........... 4,432,010 4,456,949 4,294,270 
Four weeks in February.......... 3,676,449 3,623,047 3,631,819 
Dour weere in MEAP. «... vcics vcncs 3,877,139 3,702,413 3,661,922 
FPOUPr WEGEES in ADP... cccccwcses 3,795,837 3,726,830 3,498,230 
“Pave Weern im MA... cc ccccccccce 5,142,879 4,853,379 4,473,729 
Four weeks in June.............. 4,112,150 3,965,872 3,625,182 
Five weeks in July............... 5,245,267 4,945,091 4,470,522 
pk) ae ee eee 1,083,199 1,052,518 941,407 
Le eS ee ee 1,109,557 1,064,476 953,408 
Vf a aS a . en ere 1,088,791 1,079,995 982,760 
WOO Gf Avsust BB. ..605.cccccees 1,136,233 1,124,438 1,020,809 

NE isc s bedwoemctetomcneen 34,699,511 33,595,008 31,554,058 


LUMBER’S FREIGHT BILL 


The gross freight bill on lumber in 1924 amounted to ap- 
proximately $408,500,000, or about $12 for every thousand feet of 
lumber consumed in the United States, according to the National 
Lumber Bulletin, which quotes these and other figures from a 
recent preliminary compilation of the United States Forest 
Service. 

The study covers softwoods and hardwoods shipped by rail 
and water for domestic and foreign consumption, and includes 


lumber, timbers, sawed ties and a small proportion of other 


items. 


The rail-shipped lumber was hauled on an average of over 
700 miles; the average water haul was 2,500 miles. The average 
charge for rail haul, including reshipments, was approximately 
$13.83 per thousand feet; for primary rail haul from producer to 
distributor, $10; for water haul, $8. 

The freight bill, omitting redistribution, totaled $309,700,000, 
of which $17,000,000 is due to imports of foreign lumber. To this 
should be added $98,800,000 for redistribution to consumer, the 
total bill thus aggregating $408,500,000. 

Detailed analysis is made of the primary haul. 
$310,000,000 paid to carry lumber to primary destination it is 
estimated that $273,000,000 was paid the railroads in 1924 and 
nearly $37,000,000 the steamers, compared with $230,000,000 in 
1920 for the rail bill and $20,000,000 for the water bill. 

Of this primary haul figure of approximately $310,000,000, 
the cost of transporting the product of the Southern pine region 
is given as $92,000,000 or nearly one-third of the total; that for 
lumber from the Pacific Northwest as $80,000,000. Intrastate 
shipping cost nearly $54,000,000. 

New York paid about 12 per cent of this total freight bill, 
New York, Illinois, Pennsylvania, California, Michigan, Ohio, 
Minnesota and Texas together paid 54 per cent of the total, the 
size of their contributions being in the order named. These 
eight states, with Indiana, Massachusetts, Iowa and Wisconsin, 
paid 66.6 per cent on two-thirds of the entire primary transpor- 
tation charge of the country. 

Florida paid the lowest aggregate rate or $5.26 per thousand 
feet; Iowa the highest, or $15.12; Illinois, $11.19, and New York, 
$12.56. The average for the country as a whole, including im 
ports, was $9.09 in primary distribution. The charge for redis- 
tribution appears to have been about $2.90 per thousand feet, 
counting both rail and water. 


FINAL VALUATION REPORTS 


Valuation Docket No. 571, Gould Southwestern Railway Com- 
pany, opinion No. B-366, 114 I. C. C. 626-38, final value for rate- 
making purposes of property owned and used for common cal- 
rier purposes found to be $98,264, and of property used but not 
owned, $42,000, as of June 30, 1918. 

Valuation Docket No, 493, Ligonier Valley Railroad Company, 
opinion No. B-362, 114 I. C. C. 551-67, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $751,900, as of June 30, 1917. 

Valuation Docket No. 626, Houston Municipal Railway, opinion 
No. B-367, 114 I. C. C. 639-45, final value for rate-making purposes 
of property owned but not used for common carrier purposes found 
to be $500,000, as of June 30, 1919. 
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MOTOR VEHICLE INVESTIGATION 


(By Staff Correspondent at Boston, Mass.) 
Automobiles performing common carrier freight and pas- 
senger service cause an enormous annual loss in gross revenue 
to the New England common carriers by railroad, according to 
the testimony given by railroad and utility witnesses at the 
beginning of the hearings in Boston held by Commissioner Esch 
and Examiner Flynn, September 8. Francis E. Crowley, pas- 


senger traffic manager for the New York, New Haven and Hart-~° 


ford, estimated the loss, on passenger traffic, for that system 
alone, at $27,000,000 per annum. George M. Wood, freight traffic 
manager for that system, estimated the gross annual loss in 
freight revenue because of the automobile truck at not less than 
$10,000,000. 

A few years ago L. F. Loree, president of the Delaware and 
Hudson, after New England carriers had presented figures show- 
inng a vast amount of travel in New England, wondered why 
New England people had to travel so much. No one answered 
his query then or thereafter, but the fact has appeared in other 
hearings held by the Commission since then. The fact is that New 
England people have to travel much and the fact that the gross 
annual loss by reason of the appearance of the automobile bus, 
as brought out by Mr. Crowley, caused no remark, except among 
those whose attention had not been attracted to the fact by 
the discussion caused by Mr. Loree. 

Steam railroads and public utility railroads, at one time 
always on opposite sides in such hearings, made common cause, 
in their testimony in this hearing. The public utility com- 
panies, the New Haven, and the Boston and Maine, were repre- 
sented by Bentley W. Warren as attorney, as a result of in- 
formal conferences held by them with a view to coordinating 
their efforts to bring the automobile engaged in commerce be- 
tween the states under some sort of regulation. While Mr. 
Warren appeared for them in a common move to that end, each 
of the steam railroads, however, was also represented by its 
own attorney. 

In a general statement as to the purpose of the hearing, 
Commissioner Esch made it plain that the Commission had no 
views on the subjpect, but was merely collecting data on which 
it might found recommendations to Congress, in conformity with 
the duty imposed upon it by the statute to make recommenda- 
tions. He seemed to emphasize the declaration that the Com- 
mission had no views at this time, on account of a report sent 
out a short time ago representing him as having said or indi- 
cated that the Commission would take over the regulation of 
the auto trucks and busses in a short time, as if there were law 
permitting it to do that. He said the appearance of the auto- 
mobile introduced a new element in transportation between 
the states which seemingly needed to be dovetailed into and 
coordinated with the existing elements in that transportation, 
hence the Commission’s gathering of facts and views from those 
interested. ; 

Mr. Warren, in his opening statement, advocated such fed- 
eral legislation as would subject interstate automobile passenger 
business to regulation by state authorities, at this time. That, 
he thought, should be the first step, but he did not mean his 
words to be taken to mean the elimination of the truck from 
regulation, but merely that the passenger vehicle was the im- 
portant matter just now. The freight truck, he said, presented 
more difficulties on account of the fact that it was a common 
carrier in part and a private carrier in part, in many, if not a 
majority, of instances. 


_ “Congress,” he said, “should prohibit the use of busses in 
interstate business except subject to regulation by the laws of 
the states in which they operate.” That view, he said, was 
based on the fact that the regulation of such vehicles was such 
an intimately local matter that local regulation should be tried 
and abandoned only in the event the states failed. That, he 
said, did not mean opposition to federal regulation, but merely 
indicated a method for the use of the federal power, the only 
one that could handle the matter. 

D. L. Barnett, attorney for the New Haven, said he favored 
subjecting the truck as well as the passenger vehicle to the 
sort of regulation proposed by Mr. Warren. 

: Alonzo R. Williams, speaking for the Providence, R. I., com- 
mittee of public utility lines and primarily for the United Rail- 
ways Company of Providence, outlined the state of the law 
Which is such that the Rhode Island commission hands a cer- 
tificate authorizing a bus or truck line to operate in interstate 
commerce, on demand, although Mr. Williams admitted that a 
State had no such power. He said the Rhode Island commission 
granted such certificates because the Rhode Island Supreme 
Court, in the Oakley case, not yet reported in the printed vol- 
umes, after considering the decision of the Supreme Court of 
the United States in the Buck case, said the commission could 
not withhold a certificate to any applicant therefor. 

Commissioner Esch developed the fact that the holder of 
such a certificate was not permitted to do any intrastate busi- 
hess, directly. Indirectly, however, the witness pointed out, the 
older of such a certificate did’ engage in intrastate business 
by indulging in more transparent subterfuges than were to be 
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found in the records of the federal Commission, as having been 
employed by interstate shippers to give their traffic the ap- 
pearance of state traffic. For instance, he said, that in order 
to get the cream of the passenger business between Woonsocket 
and Providence, a bus used about a mile of country road in 
Massachusetts along the eastern boundary of Rhode Island. 
When that road was cut to pieces so as no longer passable, the 
bus traveled northward a mile into Massachusetts and then back- 
tracked through. Woonsocket to Providence. 

Another device for getting away from the Rhode Island 
laws, he said, was afforded by a bus line from Westerly, in the 
extreme southwest corner of Rhode Island, to Providence. That 
bus line backed its vehicles across a bridge about 100 feet long 
so as to have its wheels enter Connecticut. It caused passen- 
gers to walk to such busses and then pass over the highways 
of Rhode Island, without being subject as to sanitation, safety 
or financial responsibility, to Rhode Island. : 

“In order to avoid regulation the bus man soils his wheels 
with the sacred soil of some other state,” said Mr. Williams. 
“Then he becomes a law unto himself and appeals to the pro- 
tection of the courts which stopped him when he tried openly 
to operate intrastate in Rhode Island without having obtained a 
certificate of public convenience and necessity.” 

The busses that went a mile north of Woonsocket to obtain 
some of the sacred soil of Massachusetts, he said, went to a 
point where there was a cemetery and a freight yard. At Wes- 
terly, he said, there were twenty busses operated by men of a 
nationality that heretofore run largely to the operation of 
restaurants. Their vehicles, he said were Fords of vintages 
so rare that the records were lost in antiquity. Their favorite 
way to operate, he said, was to send two of the independents 
ahead of the licensed bus and two behind it, so as to get those 
in a hurry and those who might have missed the licensed bus 
but not so far ahead or so far behind as to depnd upon them- 
selves to draw passengers by reason of their own schedules. 

Answering a question by Frederick M. Dolan, representing 
truck owners, as to how far Mr. Williams would have Congress 
go, the latter said he would have it go as far as the Constitution 
would permit, because the local authorities, he said, had been 
living with the questions raised by the appearance of the auto- 
mobile truck and bus and could deal with most cases upon a 
relatively short record, while the federal Commission might have 
to make a long and expensive record in each case. 

Mr. Crowley put into the record many figures pretaining to 
passenger seat miles, a thing that is not to be found often, if 
at all, in the records of the federal commission’s work extending 
over nearly forty years. His estimate of loss to the bus, for the 
system, he said was $27,899,287, per annum, equal to 40.27 per 
cent of the gross revenue. The striking situations, he indicated 
were on the routes between Hartford and Springfield where the 
loss was 14.66 per é¢ent and Fall River and Providence where 
the loss was 50.41, the comparisons being 1924 and 1925. 

Mr. Wood filed a map showing, as he said, the high spots 
where the truck had taken traffic from the New Haven. The 
map was divided into groups. In each group were two sets of 
figures, one showing the tonnage taken from the group and the 
tonnage brought to it by the truck. Mr. Wood said the figures 
were obtained by the traveling freight agents of the New Haven. 
LaRue Brown, speaking for automobile truck owners, suggested 
that that was scarcely competent testimony but Mr. Wood said 
it was a survey, not a statistical exhibit, because the railroad 
could not possibly expect the truck companies to furnish figures 
for its use. In part Mr. Wood said: 


While facing the most intensive motor truck competition in 
the territory which we serve, where the competitive transportation 
is performed entirely by motor trucks, we are also faced by very 
unequal competition due to the territory which we serve being sur- 
rounded on two sides by navigable waters. 

The competition to which I refer is that created by steamboat 
lines plying to and from New York making joint through rates 
with motor trucks from and to interior cities in the territory served 
by our rails. To illustrate: The Thames River Line make joint rates 
with motor trucks via the Port of Bridgeport between New York 
and points such as Waterbury and Naugatuck, Conn. Again, the 
same line, through the Port of Norwich, Conn., operates joint through 
rates with motor trucks to and from points as distant as Williamantic, 
Conn. The Starin-New Haven Line operates joint through rates with 
motor trucks to and from such Connecticut cities as New Britain, 
Hartford, Meriden and Wallingford, Conn. The Blackstone Valley 
Transportation Company operates joint through rates with motor 
trucks to and from points in the Blackstone Valley, and as distant 
as Morrills, Mass., and Norwoods, Mass. The Eastern Steamship Cor- 
poration, operating an all water route between Boston and New York, 
operate via the Port of Boston joint through rates with motor trucks 
to and from points on the Boston & Maine Railroad, such as Law- 
rence, Mass., as typical. 

The Commission has declared interstate transportation partly 
by motor truck and partly by steamboat as not subject to the 
interstate commerce act. The tariffs covering these joint rates be- 
tween the steamboat lines and motor trucks are filed with the ship- 
ping board, and as we understand it these rates may be changed 
without posting and filing for a period of 30 days, as is required by 
the interstate commerce act. Further, we understand that they are 
published as maximum rates but not necessarily the minimum rates. 
_. The facts stated above, relating to competition created by the 
joint rates between steamboat companies and motor trucks affect 
not only the New York, New Haven & Hartford Railroad and the 
New England Steamship Company, but also the Hartford & New 
York Transportation Company, which is a subsidiary of the New 
Haven road, and which operates a boat line between New York and 
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landings on the Connecticut River, and whose rates are subject to 
the interstate commerce act. 

As these joint rates between the steamboat companies and the 
motor trucks are in many cases used by shippers and receivers at 
the interior points in our territory who have no sidetracks, actually 
they amount to rates which embrace store door receipt or delivery. 
Assuming a joint rate therefor via the Starin-New Haven Line and 
motor truck, applying from Hartford, Conn., to New York City; even 
though it might be on a parity with the rate we file with the Inter- 
state Commerce Commission, yet it cuts our rate to the extent of 
the local cartage charge at Hartford, in the case of all shippers or 
receivers who have no sidetracks. 

The situation, therefore, is created where we must, if we can, 
meet, by rates surrounded at all times with all of the requirements 
of the Commission, these joint rates between the steamboat companies 
and motor trucks and not so regulated. 

Our answer to the Commission’s questionnaire states that the 
New York, New Haven & Hartford Railroad Company and its af- 
filiated lines are suffering an estimated loss of over $7,000,000 on 
freight per annum. Considering the difficulties in securing informa- 
tion as to all losses, and the time in which the survey was made, 
Wwe are convinced that an annual loss of $7,000,000 gross freight 
revenue is very much under the actual annual gross freight loss to 
the system. We believe it is conservative to say that the annual gross 
freight loss to the system because of the operation of the motor 
trucks is not less than $10,000,000. 


Howard F. Fritch, passenger traffic manager for the Boston 
and Maine, said that in the year from September 1924 to the 
corresponding month in 1925, said the B. and M. lost 44,585 
passengers, almost one-fifth of its riders between Boston, Mass., 
and Nashua, N. H., and between Boston and Manchester, N. H., 
the revenue loss being $78,500 on those routes alone, to the un- 
licensed bus lines. He said the state commissions, in the last 
two years, had almost invariably refused licenses to bus lines 
desiring to do an intrastate business, where the rail service was 
adequate or where the railroad company was willing to furnish 
bus service. The Boston and Maine, by its. subsidiary, the 
Boston and Maine Transportation Co., he said, was furnishing 
cordinated or supplementary bus service on routes aggregating 
610 miles, with 56 busses. He said the company felt that its 
bus operations and those of independent operators alike state 
and interstate, should be subject to formal certification, and 
should be regulated in the public interest as to both fares and 
service. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended September 4 totaled 24,271 cars, as compared with 23,327 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 1,633 cars; cauliflower, 45 cars; cabbage, 374 cars; canta- 
loupes, 1,256 cars; celery, 132 cars; cherries, 6 cars; cucumbers, 123 
cars; grapefruit (imports), 98 cars; grapes, 4,768 cars; green peas, 
26 cars; lemons, 159 cars; lettuce, 605 cars; miscellaneous melons, 
205 cars; mixed citrus fruit, 17 cars; mixed deciduous fruit, 247 cars; 
mixed vegetables, 560 cars; onions, 680 cars; oranges, 620 cars; peaches, 
4,803 cars; pears, 1,500 cars; peppers, 53 cars; plums and prunes, 519 
ears; string beans, 7 cars; sweet potatoes, 762 cars; tomatoes, 566 
cars; watermelons, 1,103 cars; potatoes, 3,532 cars, 


LUMBER SHIPMENTS 


Telegraphic reports received by the National Lumber Manu- 
facturers’ Association September 9 from 355 of the larger soft- 
wood, and 100 of the chief hardwood, mills of the country, for 
the week ended September 4, superficially indicated a decrease 
in production, shipment and new business, for the 343 com- 
parably reporting softwood mills, when compared with reports 
for the week earlier. This decrease was probably due to the 
Labor Day holiday, resulting in fewer mills reporting on time. 
There is the same disparity in the number of mills reporting 
for the like period a year ago, and, accordingly, a comparison 
shows apparent decreases in production and new business, with 
however, a slight increase in shipments. é 

The hardwood operations (allowing for difference in number 
of mills) show production and new business about the same; 
and a slight decrease in shipments, in comparison with reports 
for the previous week, when eight more mills reported. 

The following table compares the national softwood lumber 
movement, as reflected by the reporting mills of seven regional 
associations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
BE cis Coed en eu eg deans 343 367 367 
rrr 235,413,319 248,452,981 245,093,965 
eee ree 244,430,078 242,023,923 254,992,606 
Orders (New Bus.).. 243,231,210 253,656,065 254,472,855 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
thirty-five weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
SD nde Rive nacente oan ee 8,343,031,752 8,559,459,562 8,575,130,176 
EC 0d vtnee+edesm us 8,342,038,317 8,298,286,100 8,174,344,407 





ROADS’ RATE OF RETURN . 

On the basis of the Commission’s valuation of the railroads 
in Ex Parte 74, referred to as the “tentative valuation” for rate- 
making purposes, brought down to January 1, 1926, Class I 
railroads in the seven months ended with July earned a net 
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railway operating income equivalent to 5.90 per cent on the 
“tentative valuation,” as compared with the “fair return” of 5.75 
per cent fixed by the Commission in Reduced Rates, 1922. 

Class I railroads in the Eastern district, on the basis indi- 
cated, earned a return of 6.61 per cent in the seven months ended 
with July. 


Class I railroads in the Southern district, on the basis indi- 


cated, earned a return of 6.77 per cent in the seven months ended 
with July. 


Class I railroads in the Western district, on the basis indi- 
cated, earned a return of 4.77 per cent in the seven months ended 
with July. 

On the basiis of the property investment of the carriers— 
the property investment is greater than the “tentative valua- 
tion” brought down to January 1, 1926—Class I roads in the 
Eastern district earned a return in July alone of 5.77 per cent. 
In the Southern district the return was 6.62 per cent, and in 
the Western district, 5.22 per cent. 


WORLD SHIPPING SITUATION 


World shipping is still adversely affected by unfavorable 
basic conditions and substantial recovery from the post-war 
depression is not yet in sight, according to A. E. Sanderson, of 
the transportation division of the Commerce Department. Over. 
sea trade in general has made but slow progress and conse- 
quently the balance between ships and cargoes has not yet been 
restored, according to Mr. Sanderson, who says: 


Conditions throughout the world on July 1, 1926, compared with 
those a year ago, may be summarized as follows: Idle steam ship- 
ping was considered less; full cargo freights in general were some- 
what lower, shipping in existence was slightly greater, oversea trade 
appeared to be about the same in volume, shipbuilding declined, and 
there was no material change in the sale value of ships. 

The steam shipping laid up in the principal maritime countries 
of the world on July 1, 1926, aggregated about 6,086,000 gross tons, 
an increase of 241,000 tons, or about 4 per cent, over the total on 
January 1 of this year, but a decrease of 667,000 tons, or nearly 10 
per cent ‘below the total of a year ago. 

In the United States there was a reduction of 363,000 tons or 
almost 9 per cent, during the six months preceding July 1, 1926, 
but this fall was more than offset by the rise in the United Kingdom, 
which amounted to 613,000 tons, or more than 100 per cent. 

An important development took place in the employment of pri- 
vately owned American shipping during the past fiscal year, in that 
more than half a million gross tons of steamers and motor vessels 
were added to the active seagoing fleet. General cargo carriers rep- 
resented the bulk of the addition, with relatively small increase in 
passenger ships and tankers. 

There was a decline, however, in the employment of government 
owned American shipping, which totaled somewhat less than a quarter 
million gross tons. Thus, the net increase in active American shipping 
on July 1, 1926, compared with a year earlier, was around 250,000 
gross tons. 

A decline of 405,000 gross tons, or 17 per cent, is shown in the 
returns covering the steel steamers and motor ships under construc- 
tion throughout the world on June 30, 1926, as compared with a year 
earlier. Of this total, motor ships represent 244,000 tons, having de- 
creased more than 21 per cent; steamers constitute 161,000 tons, 
having fallen off about 13 per cent. Less shipping is now under 
construction than at any time since 1909. The amount in hand, 
moreover, is lower by about 1,000,000 tons than the average for 
the twelve months immediately preceding the world war. 

The United States is now building 119,000 tons and ranks sixth 
among the shipbuilding countries of the world. Great Britain and 
Ireland still holds the lead by a wide margin, having 838,000 tons 
on the ways. Italy follows, with 285,000 tons. France ranks third, 
with 154,000, the Netherlands fourth, with 148,000 tons, and Germany 
fifth, with 145,000 tons. 

The outstanding feature in the employment of tramp tonnage dur- 
Germany and the rise in Italy. In the former country there were 
only 145,000 tons under construction on June 30, 1926, as against 
405,000 tons a year before, in the latter country there were 285,000 
tons and 211,000 tons, respectively, on the same dates. With respect 
to motor ships, it is noteworthy that several large passenger ves- 
sels were launched. 

Full-cargo freight rates in general declined sharply during the 
first half of 1926, according to the index numbers compiled by the 
transportation division of the bureau of foreign and domestic com- 
merce. The first and second quarters of this year witnessed reces- 
sions to 94 and 89 per cent, respectively of the 1911-1913 average, 
as against 103 and 96 per cent in the corresponding periods of 1925, 
= against 98 and 99 per cent in the third and fourth quarters of 

at year. 

The outstanding feature in the employment of tramp tonnage dur- 
ing the first half of the present year was the chartering of numer- 
ous vessels for the carriage of coal from the United States to the 
United Kingdom. Shipments began during the latter part of May 
and in that month and in June aggregated over 500,000. Charter 
rates for prompt steamers of 7,500 tons ranged from $2.90 at the 
close of May to $3.75 at the end of June. A large amount of tonnage 
no — business proceeded from Europe to the United States in 

allast. 

The world’s sea-going steel and iron steam and motor shipping 
aggregated 59,116,000 gross tons on June 30, 1926, having increased 
by 331,000 tons, or about one-half of 1 per cent, over the total a year 
ago and by 16,602,000 tons, or 39 per cent, over the aggregate in 
1914. The latter increase has a greater effect than the bars figures 
indicate, for the average speed of vessels today is somewhat in 
excess of that in 1914. 

In contrast to the addition of shipping throughout the world in 
general during the year ended June 30, 1926, there was a reduction 
of shipping in the United States by 565,000 tons, or 5 per cent, This 
reduction does not, however, reflect less tonnage active under the 
American flag. On the contrary, the tonnage of American vessels in 
service was greater on June 30, 1926, than a year earlier, by about 
250,000 gross tons. 

During the year ended June 30, 1926, there were substantial ad- 
ditions to shipping in the following countries; Italy, 231,000 tons, or 
nearly 8 per cent; Norway, 194,000 tons or 7 per cent; and the British 
dominions, 94,000 tons, or 4 per cent. No material changes took place 
in other countries, 
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Terminal Freight Services and Allowances 


Eighth of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation 
University of Pennsylvania 


Terminal Storage—Part II 


The tariff of storage rules and charges of the American 
Railway Association provides a scale of charges to be assessed 


for the detention of goods beyond the period of free time granted . 


by the tariff in or on railroad- premises.’ 

This tariff provides: that all freight held in or on railroad 
premises in excess of the period of free time granted by the 
rules applying to the traffic is subject to storage charges. The 
freight may be stored by the railroads on their own property or, 
at the option of the carriers, it may be sent to a public ware- 
house, there to be stored at the expense of the owners. The 
scale of storage charges published by the tariff includes all 
freight charges except automobiles and other self-propelling 
vehicles. It is specifically provided that motor cycles or bicycle 
motor wheels are included in the general list of freight and not 
considered as automotive or self-propelling vehicles as far as 
storage charges are concerned. 


The uniform scale of charges provides: 


For storage on each of the first five days (after the expiration 
of free time), 1% cents a hundred pounds a day. 

For storage on the sixth and each a. day, 3 cents a 
hundred pounds a day. 


This rate continues until the goods are delivered or other- 
wise disposed of. 


A minimum storage charge is assessed against each ship- 
ment of freight held beyond the legal free time on either one 
of the following bases: If the freight is held for five days 
beyond free time or any fractional part of five days, the mini- 
mum charge is 25c a shipment. Freight held for six or more 
days over free time is assessed a minimum charge of 50c a 
shipment. 

Automobiles, as well as other self-propelling vehicles, ex- 
cept motor cycles and bicycle motor wheels, classed as general 
freight, pay for storage beyond free time at the rate of 3%c 
a hundred pounds a day, subject to a minimum charge of $1 a 
vehicle a day for each of the first five days. The charge is 
increased after the fifth day to a minimum charge of $2 a 
machine a day. The carriers, in any case, reserve the right 
to send the vehicles to public warehouses. 


Carriers sometimes unload freight from cars in order to 
release equipment for other service. When this is done, storage 
charges are assessed, if the contents of the cars are unloaded 
and stored in or on railroad property, at the same rate that 
would have been charged under the provisions of car demur- 
rage and track storage rules had the freight been allowed to 
remain in the cars. 

When the freight is unloaded and stored in or on the prem- 
ises of the carriers by consignees or by the carriers at the 
request of consignees, storage charges on the unloaded freight 
may not exceed the amount of the charges that would have 
accrued had the freight remained in cars under demurrage and 
track storage charges. 


In either case above, the carrier is compensated for the 
expense of unloading the freight, and. demurrage and track 
storage charges are assessed until the cars are unloaded.’ 

Equipment, moving on its own wheels at freight tariff rates, 
not adapted for revenue freight loading and not customarily 
used for this purpose and which cannot be or is not usually 
unloaded, pays storage at the rate of $1 a car a day, or $1 for 
each other unit of equipment a day, while held on the tracks 
of carriers beyond forty-eight hours’ free time. 

Equipment of this sort includes derrick cars, pile driver 
cars, camp cars, road construction outfits, asphalt outfits, and 
similar units on their own wheels. 

Special Charges Applying to the Storage of Dangerous Freight 

The regulations prescribed by the Commission governing 
the handling of dangerous articles by railroads provide that con- 
signees must remove shipments of dangerous commodities from 
the premises of the carriers within forty-eight hours after the 
shipments have arrived at destination. Sundays and holidays 
are not included in computing the period of forty-eight hours. 
If shipments of explosives are not removed within this period, 
the goods are disposed of in one of the following ways: 


1. Storage at the expense of the owner. 

2. Return to the shipper if reasonably safe storage space is not 
available. 

3. Sale of goods. 


cnn a I.-E., A. R. A. Tariff Bureau, B. T. Jones, agent, 
NO, 
*See Rule 5, Section C, paragraphs a and b, Rule 1, Section C. 





4. Destruction of the goods under the supervision of a competent 
person when such a course is necessary in the interests of safety.® 


Disposal of Undelivered Freight 


The I. C. C. regulations provide also that shipments of car- 
load or less than carload quantities of dangerous articles other 
than explosives, included in the classes of goods traveling under 
protective labels listed below, must be disposed of if the ship- 
ments are not removed from the carriers’ properties within 
forty-eight hours, excluding Sunday and holidays, after the 
notices of arrival have been sent or given the consignees. The 
classes of freight included in this regulation include: 


1. Articles requiring inflammable or acid placards. 
2. Articles requiring red, yellow, green, acid or poison gas labels. 


Such carload freight must be disposed of as follows: 


1. Storage on carriers’ property. 

2. Storage on other than railroad property if safe storage on 
the carriers’ property is not available. 

. Sale at the expiration of thirty calendar days after a notice 
of arrival has been sent or given the’ consignee. In order to justify 
the sale of such property, however, the consignor must have been 
notified of the non-delivery of the goods at the expiration of forty- 
eight hours and orders for the disposition of the goods not received 
from the consignor prior to the sale. 


Less than carload shipments must be disposed of by: 


1. Return to the shipper if a notice of non-delivery has been 
requested by the consignor and a notice given in accordance with 
the rules of the carrier’s tariff and an order to return the goods has 
been received from the shipper. 

Storage on the property of the carrier. 

3. Storage on other property if safe storage is not available on 
the ——. s premises. 

y sale of the goods as provided for in connection with car- 
wk ‘freight above.‘ 


Charges for the storage of dangerous articles and explosives 
on railroad premises are graded according to the degree of 
danger incident to the handling of the goods. Explosives are 
divided into three classes: 


‘1. The more dangerous explosives. 
2. The less dangerous explosives. 
3. Relatively safe explosives. 


The More Dangerous Explosives 


It is unnecessary, for the present purpose, to enumerate all 
of the items in these three categories. 

The more dangerous explosives include such articles as 
ammunition for cannon with explosive, gas, incendiary or smoke 
projectiles; black powder, blasting caps, bombs, mines, tor- 
pedoes, grenades, high and low explosives, and wet fulminite 
of mercury. These commodities pay storage for detention be- 
yond free time, when in less than carload lots, at the rate of 
281% cents a hundred pounds a day, subject to a minimum charge 
of 50 cents a shipment. Five dollars a car a day is charged in 
addition to the regular demurrage and track storage charges on 
carload shipments of these commodities held in cars for or by 
the consignors or consignees for loading, unloading, forwarding 
directions, or for any other purpose of the consignor or con- 
signee. 

The Less Dangerous Explosives 


The less dangerous explosives include ammunition for can- 
non with empty, sand-loaded or empty projectiles, or without 
projectiles, fireworks and smokeless powder. Dangerous arti- 
cles other than explosives requiring. red, yéllow, green, acid, 
corrosive liquid, tear gas, or poison gas labels under the rules 
of the Commission, are placed in the same category as these 
less dangerous explosives. Storage charges are assessed at 
the rate of 12c a hundred pounds a day on these goods in less 
than carload shipments, subject to a minimum charge of 25c 
a shipment. Two dollars a car a day is assessed for storage 
of the goods in carload lots in addition to the regular demur- 
rage and track storage charges for cars held for loading, un- 
loading, forwarding directions, or other purposes at the orders 
of shippers or consignees. This rate, $2 a car, is levied against 
all of the so-called less dangerous explosives as well as dan- 
gerous articles other than explosives that require inflammable, 
acid, or poison gas placards under the regulation. 


Relatively Safe Explosives 


Relatively safe explosives include primers, electric squibs, 
percussion caps and fuses, small arms ammunition, time and 
tracer fuses, and a number of other explosives of this class. 


3I. C. C. Regulations Paragraph 30 (b). 
‘Ibid, Paragraph 3, Section 1 and 2 
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Storage charges are assessed at the rate of 8c a hundred 
pounds a day on this class of traffic in less than carload lots 
held on railroad premises beyond the free time allowed. Car- 
load shipments pay $2 a car a day for storage in addition to 
track storage and demurrage charges. 

Figure No. 1 is a resume of the charges accruing under the 
storage rules of the A. R. A. storage tariff on various classes 
of freight traffic. > 


Steps Taken in Disposing of Dangerous Freight 


When consignees fail to remove explosives or other danger- 
ous property, as described in the storage tariff, from railroad 
premises within forty-eight hours or two full days after the 
first seven o’clock a. m. after notices of arrival have been given, 
the rules of the storage tariff provide that the carriers must 
take the steps most practicable under the circumstances in 
each individual case to secure the removal of the freight. Pow- 
der magazines not on railroad property are directed to be used 
for the storage of explosives when such storage facilities are 
available. 

A note to be used in connection with all items of the stor- 
age tariff in which reference is made to “railroad premises” 
provides that the term, “railroad premises,” as applied to ship 
ments held in cars, included all tracks which the railroad pro- 
vides for its own uses and purposes, or which the carrier 
provides for general public use. The term does not embrace 
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allowed in these cases. The shipper or consignee, as the case 
may be, is allowed a full legal period of free time to load or 
unload his freight, provided the sole cause of his failure to 
deliver or receive the freight was inclement weather of such a 
nature that the goods could be loaded or unloaded only with 
serious damage to the property. Weather interference after 


“free time has expired, it should be noted, does not relieve the 


shipper or consignee from the obligation to pay storage charges 
during the period of weather interference. 

Storage charges are not assessed, or, if assessed and cCol- 
lected, refund is made, if it is impossible to remove the freight 
from the railroad premises in the legal free time period because 
of high water or snow drifts. A note to be used in connection 
with the weather interference rule provides that consignees or 
consignors are not excused from payment of storage charges 
under the rule if, “considering the character of the freight, 
others similarly situated and under the same conditions, rea- 
sonably could and did deliver or remove freight during the same 
period of time.’”* 


Overcharge Demand 


A second excusing factor is a demand for overcharge in 
freight charges by the freight agent of the carrier that results 
in delay while the matter is adjusted. The demand of the agent 
of the carrier must, in order to support a demand for waiver 
or refund of charges, be for an amount of money exceeding the 


- 


Figure No. 1. 


i STORAGE CHARGES—GENERAL FREIGHT, EXPLOSIVES AND 
OTHER DANGEROUS ARTICLES 


L. C. L. CHARGES FOR STORAGE 





First five days, 





























Commodity per day, per Minimum per 
hundred weight Shipment 
General 
Freight 1% cents 25 cents 
' 3% ce » $1 P 
Automotive ie gg Pm gd $1 per vehicle per 
Vehicles minimum : day minimum 
Equipment 
on Wheels $1 per unit Actual 


on Tracks 











More 
Dangerous 


28% cents 
Explosives 


50 cents 








Less 
Dangerous 
Explosives 


12 cents 25 cents 





Relatively 
Safe 
Explosives 


8 cents 25 cents 








Freight requiring 
red, yellow, green 
acid, corrosive 
liquid, tear gas or 
poison gas label. 


12 cents 25 cents 


the tracks owned or leased by an industry and located on prop- 
erty owned or leased by the industry unless the tracks are 
located inside of the right-of-way, yards, or terminals of the 
rail carrier.® 

The Cancellation of Storage Charges 


The rules of the storage tariff provide that no storage charges 
are to be collected and that storage charges, if collected, are to 
be refunded if the delays that resulted in the detention of the 
freight beyond the legal period of free time was the result of 
and of several well defined causes. These causes and the con- 
ditions that surround the delays that are justified as excuses 
from the paying of storage charges are described in more or 
less detail. 

Weather Interference 


When weather conditions are such, in the prescribed period 
of free time, that it is impossible, because of the weather, to 
remove inbound shipments from railroad premises or to com- 
plete the delivery of outbound shipments to the carriers with- 
out serious injury to the freight, the free time period is extended 
so as to give a period of free time equal to the legal free time 
free from weather interference. The usual period of free time, 
under the tariff, is forty-eight hours, except in case of less 
than carload freight held to complete an outbound shipment and 
for the removal of inbound carload shipments of the more dan- 
gerous explosives from the freight cars or from railroad sta- 
tions or property or to complete a carload shipment, including 
the furnishing directions. Twenty-four hours’ free time are 


5A. R. A. Freight Tariff 1-E, Note, Item 6, page 12. 


After Fifth Day, 
per Day, per Hun- 
dred Weight 


Minimum per 


Seipaseut Carload 











Track storage and 


50 cents demurrage 


3 cents 











Track storage and 
demurrage 


$2 per Vehicle per 
day minimum 


$2 per vehicle per 
day minimum 








No weight restric- 


$1.00 tions, same charge 


Actual 








$5 per car per day 
in addition to track 


s 











28% cents 50 cents storage and demur- 
rage charges 
; $2 per car per day 
12 9 in addition to track 
2 cents 5 cents storage and demur- 
. rage charges 
7 cents 25 cents Same as above 
12 cents 25 cents Same as above 





amount properly collectable as transportation charges under 
proper tariff authority. A dispute between the carrier and the 
shipper or consignee concerning the propriety of the amount of 
charges does not excuse storage charges accruing in the course 
of the dispute if the transportation charges in dispute are found 
by competent authority to have been properly assessed. 


Failure to Notify Consignee or Shipper Properly 


If the consignee or shipper does not receive adequate notice 
of the arrival of the goods, as is required under the rules as a 
condition precedent to the assessment of storage charges, an 
adjustment is made in computing the period of free time, if the 
shipper or consignee acts promptly. 


The rules provide that, when a notice of arrival does not 
contain all the information identifying the shipment that is 
required to identify the point of origin and nature of the ship- 
ment, the consignee must make a written request of the agent 
of the delivering carrier for the omitted information in the pre- 
scribed period of free time. If this is not done in this period, 
the consignee does not have the right “to call in question the 
sufficiency of such notice.” In case such a request is filed with 
thé agent of the carrier, the time between the receipt of the 
request by the agent of the carrier and the furnishing of the 
required information by the carrier to the consignee is not 
counted against the consignee... The normal period of free time 
is extended to this extent.’ 


‘Item 7, Rule 7, Section A, Note, page 13. 





"See Rule 2, Section A, and Rule 7, Section C. 
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September 11, 1926 


A claim for the consignee for additional free time based 
on the plea that the notice of arrival was not received in due 
course must be supported by evidence showing that the notice 
was delayed. The post-mark on the envelope is accepted as 
indicating the date of the mailing of the notice. If the notice 
of arrival is mailed on a Sunday, a legal holiday, or after three 
o’clock p. m. of any other day, as shown by the -post-mark, the 
consignee has five hours’ free time in addition to the normal 
period allowed under the rules. The consignee is required, how- 
ever, to give or mail, within the first twenty-four hours of free 
time, a written notice to the agent of the delivering carrier 
that the notice was not received until after free time had 
begun to run. No additional free time is granted if the con- 
signee fails to serve notice in this fashion upon the carrier. 

Failure on the part of the agent of the carrier to send or 
give notice to consignors of the refusal or failure of consignees 
to claim shipments, relieves the consignors from liability to pay 
storage charges between the date on which such notices should 
have been sent and the time on which they were actually sent 
or given to the consignors.* 


When an order directing the disposition of a shipment is 
sent by U. S. mail by the shipper or consignee to the agent of 
the carrier, but is not received by the addressee (the agent of 
the carrier), the order is considered as being received as of the 
date it should have been received but for the failure of the 
mails. Proof that the order was placed in the mail on the date 
claimed, properly addressed and stamped, must be furnished by 
the claimant. If proper proof is offered, storage charges against 
the freight are waived for the time the carrier was unable to 
make delivery because of the fact that the disposal order was 
not received. 

Carrier’s Error 


The storage tariff carries a general rule that excuses all 
storage charges that accrue because of error of any sort by any 
error on the part of employes of the carriers. Storage charges 
are adjusted in event of such error to the basis of the amounts 
that would have been charged but for such errors. The cause 
of storage must, in all cases, be attributable solely by acts or 
failures of shippers or consignees. 


Delays in United States Customs 
Additional free time is granted for shipments delayed in 





*See Rule 2, Section B, and Rule 7, Section C. 
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going through the custom houses of the United States. Storage 
charges assessed in error for such periods of time are refunded. 


Bunching of Cars 


A rule similar to the bunching rule applying in connection 
with demurrage regulations governing shipments of general 
freight is provided for the relief of storage charges on shipments 
of explosives or other dangerous articles. If cars of these com- 
modities originating at the same point and moving over the 
same route consigned to the same consignee at the same point 
of destination are bunched because of any act or neglect on the 
part of any carrier additional free time is given. 

The rule provides that if cars originating at the same point, 
or at different points and transported by the same route from 
an intermediate common point to destination, are tendered by 
the delivering railroad for delivery in accumulated numbers in 
excess of the daily rate of shipment, or in excess of the rate 
of arrival at the common junction point if the cars are from 
different points of origin, the consignee has such free time as 
would have been granted on each shipment had the cars not 
been bunched. If, however, any car is released before the ex- 
piration of free time under this adjustment, the period of free 
time on the next car is computed from the first seven o’clock 
a. m. following the release of the preceding car. Under this rule 
no allowance is granted unless a written claim is presented to the 
agent of the railroad within thirty days after the date on which 
the storage bill is presented. The claim must be supported by 
the receipted storage bill as evidence of the payment of the 
storage charges of which complaint is made and by a statement 
showing the dates of shipment and the points of shipment of 
each car included in the bunching claim. 

A note extending the application of this rule provides that 
cars moving from different points and via different routes to 
destination and arriving at destination on different dates are 
considered to be bunched if tendered for delivery on one and 
the same day. Additional free time is allowed on such cars 
when necessary, so that the consignee has the same periods 
of free time on each car as he would have had if the cars had 
been placed or tendered for delivery in the proper order of 
arrival at destination.’ 

This rule is generally applicable throughout the United 
States except on Alabama intrastate traffic, where local regula- 
tions are applied. 


®*Rule 7, Section F, Note. 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





INLAND WATERWAY OPERATION 
Editor The Traffic World: 


I have just read your editorial in the issue of August 28 
headed “National Waterway Policy,” and thought a comment 
might be of interest from one who has actually operated a 
river barge service. Having organized and managed the first 
steel barge service between Pittsburgh and New Orleans, I have 
marveled at some of the exaggerated claims for water trans- 
portation by those without experience. The large expenditures 
of the government for the development of our waterways must 
find general approval by all students of transportation, because 
of the increase in possible channels for distribution. Certainly, 
the more means at the disposal of the people for the receiving 
and distribution of materials of commerce, the less the resist- 
ance from factors of delay, congestion, and high costs, which 
competitive transportation will restrain. That operators on the 
rivers can pay a toll for the use of the waterways commensurate 
with the government expenditures at this time, is without 
question, impractical, for the lack of terminals. the uncertain 
assembly of tonnage in sufficient units, the fast currents, and 
varying weather conditions, which so seriously affect the op- 
erations by river routes, reduce possibilities of profit to certain 
defined measures. 


There need be no alarm from railroad operators that this 
revival of interest in waterways will prove a serious menace. 
The tonnages of those commodities that suggest water carriage 
because of their bulk must be conveyed at terminal points to 
and from cars, usually, and they must offer in such quantities 
as justify barge placement. The terminal expense of loading 
and discharging will ever minimize the economies of down 
stream towing, and upstream movements give a limited prospect 
for profit if differentials under railroad rates are substantial. 
Before barge operators will be attracted as a private enter- 


prise, not only the expenditures made by the government must 
be materially increased, but cities along these natural highways 
must provide terminals. To further make the dream of the 
river advocate come true, a system of financing water craft, 
somewhat like that which is employed in providing railroad 
equipment, must be popularized by the banker and investor. 
Back in the forties, Pittsburgh’s bonded debt was increased two 
million dollars for the issuance of bonds to finance the building 
of its railways. Until water transportation enjoys somewhat 
the same degree of confidence by the investing public, the public 
funds for deepening the channels will fail in their purpose. 
There are sufficient handicaps without adding tolls, and suc- 
cessful private barge lines are not an early prospect. 
Pittsburgh, Pa., Sept. 4, 1926. John F. Lent. 


VALUE OF THE TRAFFIC MAN 


Editor The Traffic World: 

In recent months I have given considerable thought to, and 
have discussed with various traffic men the question of methods 
which might be used to bring about a clearer conception of the 
very real worth of the trained traffic man to a community or 
an industry. It is rather a sad commentary on our traffic fra- 
ternity that the average business man today not only fails to 
recognize traffic management as a profession, but he has not 
the slightest idea of what constitutes the duties of a traffic man 
nor of the advantage it might be to him to have in his organ- 
oy a@ man-thoroughly competent in the various phases of 
raffic. 

If the public could be made to realize the training, hard 
work, and study that are required, it might be inclined to have 
a little more exalted opinion of the profession as a whole. One 
of the biggest liabilities of the profession has always been the 
so-called traffic man who lacks both training and the initiative 
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to acquire it. There are so many of these fellows that one can 
hardly blame the public if it is led to accept such a man as a 
criterion of the entire traffic fraternity. 

Experience is, of course, invaluable, but, even though that 
be lacking, there is always available the technical training. 
The public should be educated to expect a traffic man to have 
this training and to accept only men who have had it. Pub- 
licity of the right kind is probably the greatest means to this 
end, and I believe that publicity directed along the proper chan- 
nels will do much toward obtaining for the trained traffic man 
the place in the sun that he deserves. 

I shall be glad to watch the progress made by the educa- 
tional committee of the Associated Traffic Clubs of America. 

C. B. Tefft, Traffic Commissioner, 
Lansing Chamber of Commerce. 
Lansing, Mich., Aug. 30, 1926. 


MOTOR VEHICLE REGULATION 


Editor The Traffic World: 

Your editorial in the issue of August 21 on the subject of 
motor vehicle regulation has engaged my interest. It consists 
mainly of questions with the frequently recurring “Why?” You 
ask to have any one opposed to intrastate regulation on princi- 
ple to tell you why. 

Give ear, and I shall tell you why I am opposed. I am op 
posed to any regulation of motor vehicles of all kinds—except 
regulations as to speed, limit of load, observance of the usual 
restrictions that apply to any kind of highway traffic as fall 
under the police powers of states in the interest of safety first 
to all concerned—because I do not see that it is in the interest 
of the public. The functions of and the scope and flexibility of 
motor trucks and busses are entirely different from those of 
railroads. A shipper by rail must confine himself to the points 
at which railroads have rails, while by motor truck the shipper 
can send his freight to any point accessible to motor vehicles. 
The regulation of motor transportation will bring an increase in 
cost of such service out of all proportion to the benefits derived 
by the users of trucks. The benefits accruing to railroads would 
‘doubtless be greater than to anyone else and would place all 
kinds of restrictions upon motor trucks, detrimental alike to 
the shipper and truck owners and of no benefit to anyone. I 
assume it is the intention to have truck operators file tariffs 
covering every phase of their service. 


We move large quantities of our product from one of our 
factories to the City of New York by truck, the load being fre- 
quently made up of from twenty to fifty small lots for direct 
delivery to the store doors of an equal number of customers, the 
truck carrying such lading making deliveries to customers lo- 
cated at different points in greater New York, from the Battery 
to the extreme northern end of New York, and to certain points 
on Long Island, perhaps, in some cases, fifteen miles from 
Brooklyn Bridge. We may do this by contract with a truck 
Owner, or we may do it with our own equipment. In a sup- 
posedly free country like this, who is, or has the right to be 
concerned with this except the three parties directly interested 
—that is, the shipper, truck operator, and customer? We have 
several factories located within a radius of thirty-five miles. 
We would find it difficult, if not impossible, to operate effi- 
ciently were it not for the fact that we can quickly move cer- 
tain raw or semifinished products by truck from one factory to 
another. We make many shipments of assorted goods where 
it is necessary to draw certain goods from two factories in 
order to concentrate at the third one to combine with other 
goods to make up a carload order of assorted patterns at the 
third factory. 

If the rail carriers who are losing sleep over such truck 
operation want to put a quick stop to such competition I can 
suggest a remedy, which I know in advance will not be ap- 


plied; that is, if we have ten thousand pounds at each of three - 


factories to go to one consignee and destination, 30,000 pounds 
being the minimum required under one bill of lading to secure 
the carload rate, let the railroad extend to us the carload rate 
on each of the three lots moving from three different stations, 
and at one fell swoop they will eliminate that particular truck 
competition and at the same time add a contented and satis- 
fied customer to their list. 

Be it remembered that there is a wide field of service in 
which the truck has proven a life saver, where there is not 
now and never was any railroad service, but under your idea 
such trucks would also fall under the baneful influence of un- 
warranted regulation. The large real estate operator, who 
buys a large acreage and builds one, two, or five hundred 
houses simultaneously, and whose only means of removing 
earth from the necessary excavations to sonie dumping ground, 
and bringing his sand, gravel, cement, stone, brick, lumber, 
plumbing and heating supplies, sewer, water and gas pipe, and 
paving materials to the scene of his operations, and who can- 
not be served at all by any rajlroad, but moves all his material 
to location by the only modern means available—that is, the 
motor truck—would have to be hampered in his work by meddle- 
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some regulation, and to what purpose? First to create more 
political jobs, of which there is already an oversupply, and 
second, to add materially to the cost of the homes built under 
such conditions, the cost of which is already so high as to be 


‘beyond the reach of the average clerk or any other kind of 


working man. On the other hand, if this work were performed 
by horse drawn vehicles, no one—except possibly the rail- 
roads—would suggest regulation. Or, would you? If so, why? 

We use motor service in many cases where the cost far 
exceeds railroad service. Why? Because an emergency exists 
which could be met in no other way. Should this be regulated 
out of existence to please the railroads? Perish the thought! 

I do not find myself in accord with those weak sisters who 
say that this is not the time to regulate motor vehicles, but 
that it should be deferred to some future time. I am in com- 
plete harmony with the idea that this is not the time, but I 
go farther and believe that the time will never come, and 
should never come, when this type of transportation should 
be regulated. Granted, it is already in many instances under 
state regulation. That does not prove that it should be. Some 
hold to the theory that “whatever is, is right!” Too often 
“many things that are, are wrong,” and contrary to the spirit 
of our free American institutions. There are too many. aca- 
demicians shouting for and about motor vehicle regulation. 
In whose interest, and why? They could well leave it to those 
who are directly and vitally interested. 

Abas Motor Vehicle Regulation! 

R. G. Kreitler, Traffic Manager, 
Congoleum-Nairn, Inc. 
Philadelphia, Pa., Sept. 7, 1926. 





No one that we know of has proposed regulation of either 
motor trucks or horse-drawn vehicles engaged in removing earth 
from building excavations to the dumping ground or in delivering 
building material from the brick yard, for instance, to the place 
of building operation. It is easy to set up a straw man and 
knock him down.—Editor The Traffic World. 


OCEAN FREIGHT RATES 
The Traffic World New York Burea 


Supported by the continued strong demand for vessels and 
the shortage of September space, the freight market has dis- 
played considerable buoyancy the last week, with an upward 
trend in rates. The situation was entirely in the hands of ship- 
owners, with shippers taking whatever vessels and rates were 
available. Most of the business was transacted in London. 

Among the rates paid for coal tonnage were $3.60 a ton 
from Hampton Roads to the United Kingdom, ranging up to 
$4.28 a ton. The grain trade was stronger and more active, 
with rates averaging 18% cents to Hamburg and Bremen, 17% 
cents to Rotterdam and Amsterdam, 19% cents to Bordeaux 
and Hamburg, all for Montreal loading. Shipowners were re- 
luctant to fix vessels for loading beyond September 30 at cur- 
rent rates, anticipating further activity in the latter months of 
the year. The sugar market was comparatively quiet, witk 
only one fixture for the week, that of a.7,000-ton steamer from 
Cuba to Shanghai at $6.75 a ton. 

Estimates for British coal orders were placed at 400,000 
tons. Dumpings at Hampton Roads for August were 2,763,000 
tons, setting a new high level for a month’s business. Other 
new records were set also at Charleston, Baltimore and Phila- 
delphia. While reports from Britain indicated a constantly 
increasing output from the Welsh collieries, the best opinion 
locally is that the production will not be sufficient to affect 
seriously the export trade in coal from this country. Heavy 
shipments are expected for the remainder of September and 
October at. least. Meanwhile, the crop moving season here, 
with a large demand for steamer space, will be under way. 
Shipments of lumber and canned goods from the Pacific coast 
are filling intercoastal vessels to capacity eastbound. The grain 
movement from the Gulf has now started, and cotton will be 
moving shortly in large quantities. The freight market at pres- 
ent is unquestionably in the hands of shipowners, and it is ap- 
parent that it will be a sellers’ market for several months to 
come. 

A number of changes in rates have been announced by the 
steamship conferences. The River Plate lines have placed an- 
vils in the No. 6 classification, $13.10 w/m on passenger vessels 
and $12 on freighters. The Brazil Conference has reduced jute 
and jute bagging from third to fourth class, to Rio de Janeiro 
from $17 and $14.50 to $15.50 and $13, respectively, on passenger 
and freight vessels; to Bahia, from $18.50 to $16, all per ton 
of 2,240 pounds, or 40 cubic feet. The Cuban rate situation is 
still unsettled, and shippers are advised by brokers to inquire 
for rates until conditions are stabilized. Lines to Colombia re- 
port considerable improvement in the congested situation, due 
to better traffic conditions in the Magdalena River. 

The United Kingdom Conference has fixed a rate on sea- 
weed, compressed in bales, of $8 per ton of 2,240 pounds to the 
United Kingdom and Irish Free State. The Trans-Atlantic Con- 
tinental Conference has fixed a rate of 35c per 100 pounds on 
cottonseed soap stock from Gulf ports to Antwerp, Amsterdam, 
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Rotterdam, Hamburg and Bremen. Pine oil now takes the tur- 
pentine rate. No changes in rates have been made by the 
French Atlantic Conference, and it is learned that the present 
tariff, with minor readjustments, will obtain until the end of 
the year. The West Coast of Italy Conference has established 
a commodity rate on old newspapers in bales or bundles of $11 
on passenger ships and $10 on freighters per ton of 2,240 pounds. 
The Levant Conference has fixed a rate of $13 on graphite 
grease and $12 on graphite powder, per ton of 2,240 pounds, to 
Pireeus, Salonica, Constantinople, Alexandria, Venice, Trieste 
and Fiume. Greece has extended indefinitely the ban on auto- 
mobiles, confectionery and other articles of luxury. 

The tariff to South and East Africa will be effective until 
the end of the year. Lines to the Argentine and Uruguay have 
reduced the rate on asphalt to $7.70 on passenger ships and $7 
on freighters, per ton of 2,240 pounds. 

Interest has been centered chiefly in the withdrawal of the 
American Palmetto Line from the Atlantic Conference, with the 
threat of a rate war that may have an effect on the north At- 
lantic and Gulf trades. The question of dealing with this prob- 
lem is now before the conference, which will endeavor to localize 
the issue if no decision can be reached that will settle it. Mem- 
bers of the conference hold that the grievance of the American 
Palmetto Line is due to tramp competition, and that the Ship- 
ping Board should meet the challenge by putting on more ships 
rather than by cutting rates and upsetting the conference. 

Indications that the U. S. Intercoastal Conference has made 
considerable progress in solving its rate problems were con- 
tained in a statement in New York by C. A. Torrance, secretary 
of the conference, who said that the experiment of having rates 
fixed by a group of three lines has proved so successful that 
the conference had voted to continue this practice permanently. 
The present system was approved by the Shipping Board in 
January... Mr. Torrance said: 


Since the establishment of the conference a number of its original 
members have resigned, and, together with other lines which have 
come into the trade, are operating independently of the conference 
and by so doing create a very keen and destructive competitive situ- 
ation for the carriers within the conference. 

After trying out numerous schemes, the conference finally de- 
cided last January that the important thing necessary was greater 
elasticity in their method of establishing rates, and that, subject to 
the approval of the shipping board, the fixing of westbound rates 
and tariff rules would be delegated to a committee of three member 
lines, —_ be known as the executive rate committee, with full power 
to act. 

The shipping board approved this proposal. While the new ar- 
rangement was quite a departure from anything that had been tried 
previously the members found it to be the most practical means 
which could be adopted under a most trying situation, having in 
mind, at the same time, the maintenance of an orderly rate structure 
for the protection of the shipping public’s interests. The trial ar- 
rangement expired June 1 and was extended to September 1,: and 
finally made permanent. ; 

The standing rate committee meets several times a week at 44 
Whitehall Street. Under the new arrangement the identity of the 
non-rate committee members is not hidden, for they are freely con- 
sulted and frequently attend the meetings of the executive group. 
They reserve the right of taking independent action if dissatisved 
with the action taken by the committee. 


DALTON ON RATE CONFERENCE 


The Trafic World Washington Bureau 


President Dalton, of the Fleet Corporation, has issued a 
statement replying to a statement in a New York newspaper 
attributed to a “well known steamship official’ with reference 
to the announcement by President Dalton that he approved the 
action of the South Atlantic Steamship Line in giving notice 
that it would withdraw from the South Atlantic ocean rate 
conference. 

The “steamship official” said in his statement that he felt 
that President Dalton’s original statement, which appeared in 
The Traffic World last week, indicated that the Fleet Corpora- 
tion officials were not fully informed with reference to the situa- 
tion that existed in the South Atlantic. One point made in the 
statement of the “steamship official” was that there was not 
one foreign steamship company a member of the South Atlantic 
conference. President Dalton, replying to that, said that Amer- 
icans operated foreign-flag tonnage out of the South Atlantic. 
President Dalton’s statement follows: 





A recent news item, accredited to a prominent shipping man, 
apparently reflected the attitude of South Atlantic shipping interests 
toward the operators of United States Shipping Board lines. The 
statements made in the news item may not have been intentionally 
misleading, but to the average reader the impression is conveyed that 
United States Shipping Board lines were withdrawing from a con- 
ference agreement in a manner that would result in their entering 
into a. rate competition with American-flag merchant marine ves- 
sels operating from the South Atlantic ports. 

_ The news. item stressed the fact that the steamship lines most 

interested were owned by or operated by Americans and American 

companies and with American capital. The statement, however, failed 

to make clear one important fact, and that was that these lines were 

not operated under the American flag but were operated, practically 

ro oan foreign flags, some of the ships being chartered for this 
se. 

The situation placed the American Palmetto Line, which is com- 
posed of shipping board vessels, and operated for the United States 
Shipping Board account by the South Atlantic Steamship Line, in 
direct competition with foreign-flag vessels, even though these foreign- 
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flag vessels may be operated by Americans or American companies. 
The American Palmetto Line is a purely American steamship service, 
operating under the American flag from South Atlantic ports to 
Europe. This all-American-flag line is operated on the basis of a 
regular and dependable service, and as such is entitled to obtain its 
fair share of the traffic moving from South Atlantic ports to Europe 
and of the traffic on the same route from European ports to the 
South Atlantic. 


The Fleet Corporation’s attention was called to the statement 
alleging violation of conference rates by United States Shipping Board 
services. A check of the minutes of these conferences reveal that 
there were but three regular conference meetings since July, 1925, 
and that the violation referred to, if any, affected certain lumber 
bookings which were made while the American Palmetto Line was 
under private ownership, and before the vessels had been returned 
to the possession of the board. Full information with respect to this 
matter was laid before the other lines at the regular conference 


meeting. 
SALE OF U. S. LINES 


The Traffic World Washington Bureau 


Commissioner Plummer, vice-chairman of the Shipping 
Board, and Commissioner Benson, formerly chairman of the 
board, are watching closely the developments with respect to 
the offering for sale of the United States Lines and the Amer- 
ican Merchant Lines. Any offer from interests affiliated with 
foreign shipping interests will be opposed by the two commis- 
sioners. The inference is not to be drawn from the foregoing 
that other members of the board would favor disposal of the 
ships to such interests, but the two commissioners named are 
ee to be prepared to attack such an offer if it should be 
made. 

The Shipping Board, as a matter of fact, is officially on 
record as opposing sale of American ships to foreign interests, 
directly or indirectly, except in cases where the ships will not 
be in competition with American flag ships. Under the law, 
the board is required to sell to American citizens, except that a 
vessel not deemed to be necessary for the upbuilding of the 
American merchant marine may be sold to an alien if five mem- 
bers of the board so vote. It is believed, under the law, the 
board could not, if it wished to do'so, sell the United States 
Lines to other than bona fide American citizens. 

Remarks credited to Matthew C. Brush, of the American 
International Corporation, after a recent call on President Coo- 
lidge, to the effect **.at Shipping Board vessels should be sold 
without reference to what flag they sailed under thereafter, 
were not taken seriously at the offices of the Shipping Board, 
in view of the fact that the. merchant marine act requires that 
the vessels, except as indicated, be kept under the American 
flag. 

Figures made available at the Shipping Board show that 
large sums of money have been spent on the vessels of the 
United States Lines which are now offered for sale. Three of 
the vessels are former German passenger vessels which were 
seized at- the beginning of the war. They are the Leviathan, 
the Republic and the George Washington. The Shipping Board 
has spent the following amounts on these vessels: Leviathan, 
$11,342,080; George Washington, $4,209,049; and Republic, 
$4,847,562. The appraised values of these ships, as carried on 
the books of the Fleet Corporation, are as follows: Leviathan, 
$6,867,900; George Washington, $2,146,300, and Republic, $3,348,- 
200. These appraisals are on the basis of continued operation 
of the vessels as a part of the United States Lines. For unre- 
stricted operation, the appraisals would be considerably higher. 
The President Harding and the President Roosevelt, each of 
which were built by the board at a cost of about $6,000,000 each,. 
are appraised at $1,287,800 each. The total appraised value of 
the five ships of the United States Lines in operation is $14,- 
938,000. 

The America, Mt. Vernon and Agamemnon, former German 
liner which are laid up, have had the following amounts spent 
on them by the board. America, $3,585,340; Mt. Vernon, $661,- 
278; Agamemnon, $2,283,788. The America is out of commission 
on account of damage by fire. The other two vessels have been 
out of commission for some time. In sound condition the 
America was appraised at $1,717,000. The Mt. Vernon is ap- 
praised at $643,900, and the Agamemnon at $429,200. These 
ships are offered for sale “as is,” meaning that the purchaser 
will have to recondition them for operation. The board re- 
cently held up action on reconditioning the America and Mt. 
Vernon. 

In the fiscal year ended June 30, 1926, the United States 
Lines suffered a deficit of $1,496.795. 

The American Trader, American Banker, American Mer- 
chant, American Farmer and American Shipper, of the Amer- 
ican Merchant Lines, are appraised at $386,800 each, on the 
basis of being operated in the present service in the north 
Atlantic. These vessels were fast army transports converted 
into fast freighters and recently were fitted to carry a limited 
number of passengers. 

Commissioner Teller, chairman of the ship sales committee 
of the Shipping Board, in a statement issued September 8, re- 
plied to the statements attributed to Matthew C. Brush, chair- 
man of the American International Corporation and a_ stock- 
holder in the International Merchantile Marine, with reference 
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to selling the government-owned merchant ships. Mr. Teller did 
not name Mr. Brush but he made it clear in his statement that 
he was replying to Mr. Brush. The commissioner’s statement 
follows: 


Recently the public press credited to a prominent official of 
certain industrial and shipping interests owning and operating 
one of the world’s largest fleets under foreign flag, the statemerit 
that the government merchant fleet under the jurisdiction of the 
Shipping Board should be sold forthwith, willy-nilly, without 
regard to the nationality of the buyers, the flag under which 
the vessels would operate, or the assurance of the service which 
would be guaranteed American commerce. 

The statement gained a conspicuous circulation, and was 
commented upon editorially to a wide degree, not entirely be- 
cause of the prominence of the author, but more particularly be- 
cause it was made following a visit to the Chief Executive, with 
the inescapable inference, whether or not so intended, that similar 
views had been expressed to the President. There being a public 
impression that the President valued the counsel of the business 
man in question, more particularly in matters affecting shipping, 
it seemed to follow that the views on the subject presently ex- 
pressed might possibly portend an intended change in the exist- 
ing policy of the government to do its utmost to encourage a 
pirvately owned American merchant marine. 

Those intimately allied with shipping industries, knowing 
of the enthusiasm and weight of influence which the President 
has thrown into the national effort for a merchant marine, pre- 
sumably were not affected by this peculiar situation, and others, 
not actively concerned, were relieved to note the observation of 
the President immediately following the statement referred to, 
that the government’s endeavor to promote the country’s mari- 
time progress would continue unabated, and that American owner- 
ship and American registry would be the governing factors in 
the disposal of the Shipping Board of any liner services operated 
by it. 

sf In some quarters, the insistence that the government abandon 

all means of national pride and safety in a frenzied effort to 
divest itself of shipping holdings, was viewed as a last and frantic 
attempt, on the part of certain insidious foreign interests mas- 
querading under the title of American ownership, to withstand 
and overcome the competitive element of ocean transportation 
which the slowly but persistently growing American flag merchant 
marine has unquestionably created, to the benefit of shippers 
and travelers alike. Such efforts are by no means novel, but 
hitherto they have been manifested rather through the channels 
of ridicule and subtle suggestion than by reason of its standards, 
continental aspect and natural temperament, the United States 
could not compete on the ocean. To those holding this view 
the pronouncement bore an element of relief in that “the enemy 
had come out in the open.” 

To others, however, who possibly considered the recommenda- 
tions as coming from a reliable source and worthy of delibera- 
tion, the subject demands a rather more abstract analysis. 

Briefly, the adoption of a program such as proposed would 
result in the substitution of uncontrolled discretion, having no 
achievement as its end, for the positive and explicit mandate of 
Congress reaffirmed annually in its financial support of the board, 
to foster and encourage a merchant marine by certain well de- 
fined and limited principles. The public policy thus enacted by 
Congress is found in the merchant marine act of 1920; a vehicle 
earefully designed to convert the vast tonnage acquired through 
exigencies of a war emergency into at least the basis of an 
American merchant marine, which, over a period of years pre- 
ceding the war, had gradually been all but lost. 

Ample evidence of the wisdom represented by the merchant 
marine act can be found by reviewing the participation in the 
ocean commerce of the United States which has been made pos- 
sible since 1920, and particular evidence of achieving the prime 
aim contemplated by the merchant marine act—that is, the de- 
velopment of a privately owned American merchant marine—can 
be found in the activities of the board toward liquidating its 
merchant fleet. 

The preamble of the merchant marine act of 1920 expounds 
the doctrine that the Congress has found it necessary “for the 
domestic commerce that the United States shall have a merchant 
national defense and for the proper growth of its foreign and 
marine * * * ultimately to be owned and operated privately by 
citizens of the United States.” 

Section 5 of the act conveys to the Shipping Board a general 
power to dispose of its shipping holdings in order to accomplish 
the declared purposés of the Act “to persons who are citizens of 
the United States except as provided in Section 6 of this act.” 

Section 7 of the merchant marine act direets the board to 
determine the trade routes which should be operated, and to 
cause such trade routes to be established by the sale or charter 
of suitable vessels “to responsible pérsons who are citizens of 
the United States,” failing in which the board shall operate ves- 
sels on such lines until they can be sold on satisfactory terms, 
and the service maintained. . 

Since 1920, the board has proceeded diligently under man- 
dates of the merchant marine act, both with the general liquida- 
tion of its shipping property, and with the establishing and dis- 
posal of essential trade routes to American citizens who will 
maintain them. In a period encompassing slightly more than five 
years, during an era of unequaled depression in world shipping, 
and during which private American shipping in reality was just 
beginning to be promoted, the board has sold nearly 1,100 vessels 
of all types, totaling about 4,500,000 tons, and has recovered to 
the Treasury nearly $80,000,000. This accomplishment embraces 
the disposal of vast quantities of surplus ships, of purely emer- 
gency construction, in a manner designed to prevent damage 
or ruin to private holdings; the sale of large numbers of vessels 
to responsible American concerns with which they have woven 
a network of efficient transportation between the Atlantic, Gulf 
and Pacific Coasts, and of utmost importance, the transfer to 
reliable American concerns of an appreciable number of the trade 
routes established in accordance with the directions of the 
merchant marine act, in such a manner that the Purposes of the 
act will be fulfilled through- the maintenance of such services 
under the American flag. In the latter class are included two 

express passenger mail and cargo lines from the West Coast to 
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the Orient, unequaled by any tonnage operated in that region; 
the sale of two regular freight services from the West Coast of 
the United States to both the East and West Coasts of South 
America; the sale of a cargo liner service from the Atlantic 
Coast to South and East Africa; the sale of a large fleet of 
freighters for operation between the Atlantic Coast and the 
Mediterranean and Black Seas; the sale of an express passenger 
mail and freight line from New York to the East Coast of South 
America, and the sale of seven express passenger and cargo liners 
for the establishing and maintenance of the first regular round- 
the-world service under any flag. All of these services were taken 
over by private interests when “conditions permitted in full har- 
mony with the spirit and direction of the merchant marine act. 

Section 6 of the merchant marine act, mentioned in the fore- 
going extract from section 5, authorizes the board to sell to 
aliens “such vessels as it shall, after careful investigation, deem 
unnecessary to the promotion and maintenance of an efficient 
American merchant marine.” No such sale is permitted, however, 
unless American buyers cannot be found. With due regard for 
this direction, the board has not sold any of its vessels to aliens, 
save a limited few of obsolete or non-competitive design. It is 
plain from this limitation that Congress has explicitly forbidden 
the indiscriminate sale of the board’s ships to any but Americans. 

The board is yet operating lines to other parts of the world 
not served by private American tonnage, and will dispose of 
these lines to Americans as promptly as favorable opportunity 
permits. At the present time, it is planning the advertisement 
of the three remaining freight services which it operates to South 
America, and expects thereby to definitely solidify the United 
States with the Southern Continent entirely with privately owned 
American ships. It is also planning to invite offers for the im- 
portant United States Lines, the pride of its fleet which operates 
in the North Atlantic passenger lane, by the standards and rates 
of which it has been possible for an undreamed of number of 
Americans to travel abroad. In connection with this single un- 
dertaking, it requires little meditation to realize that nothing 
would be more appealing to owners of foreign flag vessels over 
this important route than to regain the monopolistic control 
once held, and the most positive means in this direction would be 
the abandonment of the national shipping pride of the United 
States by volunteering to turn over its capital merchant ships to 
foreign ownership or operation. Whether or not an aspiration 
to effect such a situation inspired the public expression of opinion 
referred to cannot be stated; if not, it is an unusual coincidence 
that the foreign flag interests represented by the speaker should 
be the most likely beneficiaries of the steps urged. 

It has been most gratifying to observe the uniform agree- 
ment by the press with the President’s emphatic renunciation of 
the suggestion that the government abrogate its shipping policy 
which thus far has been so successful, and for the completion 
of which there is room for the hope of early attainment. To this 
end, the board, of course, will continue to operate under the law 
of Congress, and will disregard any plan which has for its object 
the favoring of any special group, or the benefiting of any 
interests not entirely American. 

Of rather amusing significance is the proposal that the re- 
quired amount of ocean tonnage could be obtained in time of 
emergency through seizure of any vessels which happened at 
that time to be in our ports, when it is considered that the re- 
puted author of the idea was one of the preeminent executives 
in the organization of the Emergency Fleet Corporation which 
engaged upon the construction of the greatest fleet in history, 
found necessary to our military requirements, even after the 
seizure of every available bottom in United States ports except 
those of our allies. Those by whom that unfortunate experience 
will not be so soon forgotten are quick to subscribe to the re- 
luctance of Congress to experience a repetition of such a situa- 
tion, and its consequent insistence that the element of national 
defense be a guiding factor in the program for the American 
merchant marine. 


THE PORT OF NEW YORK 


A report on the port of New York has been issued by the 
board of engineers for rivers and harbors of the War Department 
in cooperation with the bureau of operations of the Shipping 
Board. The report, which is in three volumes, is the twentieth 
of a series of reports on the ports of the United States. In a 
statement relating to the report, the War Department and 
Shipping Board said: 





Volume one is a general report covering subjects common to 
other reports in the series with the exception of data on piers, 
wharves and docks. Volume two consists wholly of information 
regarding the piers, wharves and docks of the port; while volume 
three is an atlas of maps of the waterfront. 

Like its predecessors, the New York report gives full in- 
formation with regard to port and harbor conditions, port customs 
and regulations, services and charges, fuel and supplies; facilities 
available for service to commerce and shipping, including piers, 
wharves, dry docks, ship repair plants, coal and oil bunkering, 
grain elevators, storage warehouses, bulk freight storage, float- 
ing equipment, wrecking and salvage equipment; railroad and 
steamship lines and their charges and practices in connection 
with terminal service. There are numerous Photographs of the 
important piers and terminal developments, made especially for 
the report by the United States Army Air Service. 

The report shows that in all there are 868 piers, 56 ferry 
landings, 93 car float bridges, 57 ship building, dry dock and re- 
pair plants, 626 bulkheads and 184 shore wharves. There are six 
raibway-owned grain elevators and two transfer elevators or 
grain docks, and there is also the New York State elevator at 
Gowanus Bay; the aggregate storage of the port being 8,000,000 
bushels. In addition, there are 13 floating elevators which load 
grain from barges into vessels at their regular berths. The re- 
port lists 222 warehouses engaged in handling traffic moving 
through the port. The magnitude of these storage facilities 
gives an idea of the extensive utilization of New York for han- 
dling miscellaneous general merchandise. 

The following is quoted from the final chapter of the report: 

“New York is preeminent among the ports of the United 
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States, perhaps of the world. The harbor is magnificent. It af- 
fords a greater improved frontage on deep water than any other 
American port, with room for indefinite expansion. The largest 
urban population of the continent is centered here, as well as one 
of the greatest manufacturing districts in the country, if not the 
greatest. It is axiomatic that commerce attracts vessels and 
that vessels attract commerce. For these reasons New York has 
developed its shipping to an extent not approached by any other 
American port. The multiplicity of its services to all parts of 
the world has caused it to be perferred for handling the export 
business of interior industries, and for importing the higher 
classes of materials for distribution to all parts of the country. 
As lower rail rates are given on carload than on less-than-car- 
load lots, exporters of manufactured goods find it advantageous 
to ship by way of a port having service to all countries to which- 
orders may be consigned, thus permitting goods to be moved in 
full carloads at the minimum rates. In case a shipment arrives 
too late for the particular steamer for which booked, the shipper 
is generally able to forward the goods on another steamer without 
great delay. Moreover, the population of the port district makes 
it possible to dispose of goods locally in case it is impracticable 
to move them promptly to foreign points. New York is not only 
the greatest port, but the greatest market in the United States. 
The concentration here of a large share of the banking resources 
of the country is also an important factor. As a large part of 
our exports is sold f. o. b. ship New York, the exporter is able to 
secure payment as soon as the goods have been placed on board 
and the proper documents presented to the bank representing the 
foreign buyers. 

“These numerous advantages have combined to cause the 
selection of New York by a large number of exporters as their 
center of shipping operations, by many American manufacturing 
concerns for their export offices, and by importers of goods for 
their central offices. or those who are unable to maintain their 
own headquarters at New York there are numerous qualified 
freight forwarders, who perform all the services required in pack- 
ing goods properly for export, making out documents, reserving 
space, and in every way representing the interests of the shipper. 
There are also many ship brokers who have the facilities for 
chartering vessels required for moving full cargoes. 

“The ‘habit’ of shipping through New York is something more 
than following an established rut. It is based upon a considera- 
tion of both advantages and disadvantages as compared with 
competing ports, and thus far the former have been sufficient 
generally to outweigh the latter. * * * 

“New York will always be a great world port. With proper 
future planning, coordination, and management it will retain 
much business it may otherwise lose. Its task is to improve 
and coordinate its immense facilities; to conceive of itself always 
as not only a center of population and industry but as a national 
gateway, with responsibility to the Nation to make itself a port 
having the most reasonable charges, the quickest dispatch, and 
the most efficient service. 


AMERICAN LEGION TRIP PLANS 


John J. Wicker, Jr., national travel director of the Ameri- 
can Legion, conferred with President Dalton, of the Fleet Cor- 
poration, August 28, relative to use of vessels of the United 
States Lines by Legion members when they sail for Paris next 
year for the 1927 convention of the Legion. Request was made 
by Mr. Wicker for exclusive use by Legion members of the 
Leviathan for the trip. The Leviathan will be made the “flag 
ship” of the Legion for the trip abroad. Mr. Wicker expressed 
confidence that the vessel could be filled by Legion members de- 
siring to travel on it. He said President Dalton and he were in 
entire accord as to the plans for the trip. It is expected that 
about one-fourth of the Legion members who go to Paris will 
sail in Shipping Board vessels, while the others will go in for- 
eign flag ships. 

“The Shipping Board has authorized the Emergency Fleet 
Corporation to make arrangements with American Legion repre- 
sentatives for the use of the Leviathan. in connection with the 
convention to be held in France,” said President -Dalton, of the 
Fleet Corporation, August 30. “The Emergency Fleet Corpora- 
tion has expressed its wish to cooperate with the Legion in 
every possible way and to make available to it the Leviathan 
along the same lines as the Republic, President Harding and 
President Roosevelt, which have been previously authorized by 
the board to be utilized by the Legion exclusively, providing 
they made enough bookings and commitments to guarantee the 
normal return that the vessels will have had on the same voy- 
ages in 1926. It is the desire of the Legion to send over a 
national headquarters and the officials and their headquarters 
from each of the 48 states of the Union on the Leviathan, which 
would be the flag ship for the American Legion to the con- 
vention.” 


OCEAN COMMERCE GAINS 


“Current expressions of confidence in the forward trend of 
commercial activity are supported by records of ocean-borne 
foreign trade maintained by the Bureau of Research of the 
Shipping Board,” says a statement issued by the board. 

“The records of the bureau for the first five months of the 
present year indicate substantial gains over the same period 
in 1925 in exports of industrial products. The total tonnage 
volume of ocean-borne foreign traffic in the period January to 
May, 1926, approximately 35,500,000 tons, was 600,000 tons less 
than the total in the first five months of 1925, but this decline 
is more than accounted for by a decrease of 970,000 tons in 
imports of Mexican crude petroleum. Notwithstanding this 
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drop of 17 per cent below the crude oil imports of 1925, our 
exports of petroleum pfoducts in the five months’ period of 
1926 mounted to 5,950,000 tons, an increase of 13 per cent over 
the similar period in 1925. 

“Other advances in the 1926 five-month period as compared 
with 1925 were: Miscellaneous iron and steel manufactures 18 
per cent; machinery, 15 per cent, and automobiles, 4% per cent. 

A striking illustration of the interdependence of nations 
and the influence of economic conditions in trade fluctuations 
is noted in a comparison of the five months’ coal movement 
in 1925 and 1926. Our coal imports in 1925 were about 82,000 
tons with an export of 2,330,000 tons, while in 1926 imports 
advanced to 970,000 tons and exports to 2,850,000 tons. A large 
part of this 1926 import came from Great Britain, including 
12,000 tons received in May, in which month a strike of British 
coal miners was inagurated, and during the same month 30,000 
tons of United States coal was exported to the British Isles. 

“The reversal in coal movement due to the strike still 
continues and up to the end of July more than 1,800,000 tons 
of coal were exported from the United States to Great Britain.” 


SHIP MASTERS AND WIVES 


President Dalton, of the Fleet Corporation, has announced 
that wives of masters of Shipping Board vessels will not be per- 
mitted to travel with their husbands while the latter are on duty 
except in exceptional cases. He said he made the announce- 
ment because of a report to the effect that the masters’ wives 
were to be permitted to live with their husbands on board Ship- 
ping Board vessels. 


CANADIAN RATE HEARING 


The Trafic World Ottawa Bureau 


“Our financial standing today is such that we cannot rec- 
ommend a rate reduction either in one section or another,” 
said J. E. Dalrymple, vice-president in charge of traffic of the 
Canadian National Railways, to the Royal Commission on mari- 
time matters, when it met at Montreal. He characterized as 
ungrounded any fears that the railway was not being operated 
as a whole, and said that any radical change in one section 
must have its effect on the earnings of the entire system, and 
the railway must necessarily oppose such. In reply to the chair- 
man, he said the railway proceeded quite apart from any con- 
sideration of the subject of maritime rights and was not oper- 
ated on any other principle than the cost of the road. 

Asked regarding the St. John Valley railroad, he said the 
Canadian National had no objection to operating it on govern- 
ment account. It fitted in fairly well with the system, but the 
system could get along without it—the Canadian National felt 
that it had enough deficit roads. The Canadian National got 





. sixty per cent of the gross operating revenues of the valley 


railroad, but Mr. Dalrymple doubted whether that met expenses. 

Important evidence on railway matters in the maritime 
provinces was given before the Royal Commission September 
1. Sir Henry Thornton said that pre-confederation promises, 
considered along with geographical and other special considera- 
tions, created difficulties and problems in the maritimes that 
called for adjustment and solution, and he conceded the point 
that the operating costs of the Canadian National in the At- 
lantic region should not be considered in fixing rates for ship- 
pers in the maritime provinces. This latter admission is 
regarded as of tremendous importance in the maritimes, and 
bears out the contention made by the freight rate- expert em- 
ployed by the Nova Scotia government, who argued that neither 
the operating cost ratio of the Atlantic nor any other region 
should be regarded as a factor in determining the rates on the © 
traffic carried through such region. 

The admissions were in response to questions submitted 
to Sir Henry by Sir Andrew Duncan, chairmen of the commis- 
sion. 

Other points brought out in Sir Henry’s evidence were that 
the northern detour of 200 miles in the construction of the 
Intercolonial as a “military road” created a burden that should 
not be borne by the people of the maritimes; that the deficits 
on the Prince Edward Island car ferry and the terminal costs 
in the maritimes should not be charged against the Atlantic 
region; and that the whole maritime railway case presented a 
series of problems calling for a solution. 

Asked by the chairman what the Canadian National could 
do towards solving such problems, Sir Henry said he regarded 
his mandate simply as creating the duty to operate the govern- 
ment system as efficiently and economcially as possible, so as 
to place it as nearly as might be on a self-supporting basis; but, 
he added: 


If I am wrong in what our mandate is, and I am told so by the 


government and relieved of the responsibility, no one will be happier 
than I 


. 


AN this is taken to mean that the urgency and peculiarity 
of the railway problems in the maritimes is admitted by’ the. 
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management of the government system, but responsibility for 
solution is put on the government. 


Interest was attached to the evidence of A. T. Weldon, 
recently appointed traffic manager of the Canadian National. 
When the question of rate reduction in the maritimes was be- 
fore the Railway Commission in April last, Mr. Weldon opposed 
rate reductions in that region, pointing to alleged deficits of 
over $3,000,000 yearly as a conclusive answer to the maritime 
claim for a lowered rate structure. At the Montreal inquiry 
he admitted that the island car ferry, the terminal charges and 
other special regional expenses should not be debited against the 
Intercolonial. 


Some of the statements made by the railway officials regard- 
ing port traffic and facilities were not so satisfactory to the 
ports concerned. D. O. Wood, traffic manager for the foreign 
freight department of the Canadian National, said the port of 
Halifax had limitations, as nearly all the ships, both eastward 
and westward, used the port only as a port of call. He ex- 
plained that, “in earlier days, the Grand Trunk had to assume 
obligations to establish a service at Portland, but in later days 
such obligations passed away, very largely because of the rami- 
fications of the steamship lines. It was true that, up to the 
year 1900 or so the railway booked practically all of the 
traffic for the steamship lines that were plying to Canadian 
ports, and also to Portland, but with the increased traffic avail- 
able in Canada, a greater number of steamship lines were also 
available.” This had eliminated, to a large extent, the booking 
of traffic of the Canadian railway agent. 


Chairman Sir Andrew Duncan pursued the point that the 
difficulty in export traffic for Halifax had been set forth as the 
failure of the port to attract tonnage and that, therefore, export 
traffic had suffered from the shipping rather than from the 
purely railway side, adding: 


The suggestion has been made in certain quarters that there is 
a duty resting on the railway company to bring ships to that port. 


Mr. Wood said the only way the railway could bring ships 
to Halifax was to pay them to come there. They could not 
guarantee a cargo because the steamship people booked their 
own cargoes. Halifax was a great national asset and one of 
the best ports on the Atlantic, and its facilities, so far as they 
went, were up to date. He denied that there was a contract 
between the C. N. R. and the White Star Line by which the 


former was under obligation to find tonnage for the White 
Star-Dominion Line at Portland. 


The freight rate situation with regard to the lumber, coal, 
and fishing industries was also gone into. Mr. Dalrymple said 
the entire question was being studied, particularly the competi- 
tion the lumber industry was experiencing from the New Eng- 
land states. In connection with the complaints of the British 
Empire Steel Company as to increases in the rates on coal, Mr. 
Weldon agreed that the horizontal method of increases was 
prejudicial to long haul traffic and that the increases since 
1916 had been substantial. He did not see how the coal rate 
to Montreal could be reduced so as to be of any advantage. With 
regard to steel, the situation was somewhat different, as the rail- 
road maintained competitive rates to the consumers. He did 
not think there was anything to complain of in the fish rates. 


At a subsequent meeting of the Commission, the question of 
ports was again taken up, especially with regard to the divert- 
ing of traffic from Canadian ports to Portland. Mr. Dalrymple 
said the only grant of money the old Grand Trunk had from the 
Dominion government was one of some three million pounds 
for the purpose of opening up a port for Canadian commerce. 
At that time there was no Canadian winter port. Portland 
started. in as a Canadian port and, in the old days, received 
direct and indirect aid from the Grand Trunk. The Canadian 
National now, like the Grand Trunk in the past, occupied the 
position of an international railway. It handled a large amount 
of business from one United States point to another, which had 
been of great help in keeping Portland open as an export port. 
The railway owned all the terminals there. There was more 
interest in Canadian ports since the railways were consolidated, 
but the fact remained that the investment in Portland was still 
there and it was the duty of the management to get a return 
consistent with their other obligations. 


With regard to fish transportation, he said there was a 
freight schedule from Halifax to Montreal of seventy-seven 
hours, with a faster express service at a higher rate. As deliv- 
ery had to be made in Montreal in the morning, it would be 
necessary to cut the time twenty-four hours, if at all, and, if 
the maritime fish producers would guarantee ten cars a day, 
they would receive a special train. The fishing interests had 
never thought it important enough to go to the railways and 
ask for a faster schedule. The railways were in favor of a 
reduction in the tariff on lumber from the maritimes to the 
United States, but it was a matter not within their control. In 
regard to the iron and steel industry in the country generally, 
he thought the railways had been too favorable to the plants in 
Cape Breton. He could not see any way of making one rate for 
Canadian coal ex-barge at Montreal and another for similar 
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arrivals from the United States. If there was anything in the 
railway act offering them any leeway, he said he had an open 
mind on the question. 

The wheat pool, the largest shippers of grain in Canada, 
were represented on the Commission by D. L. Smith, general 
seles manager. He gave five or six million bushels as the prob- 
able limit for which the port of Halifax could be used for the 
present, owing to the lack of liners making their terminals 
there. Seventy per cent of the pool wheat used liner space, 
because of the small lot buying being done in Europe. The pool 
had gone to Halifax in the present season as a result of the 
urging of the Canadian National Railways. Otherwise, no pool 
grain would have gone there. Things there were not exactly as 
they should be. An Italian ship had luckily been found to take 
the grain sent to Halifax, but no attempt had been made to 
send any more. He said it would be unfortunate for the port if 
it tried to carry on with only one berth. “Invariably you will 
get a tramp at your big price providing you leave Halifax out,” 
said Mr. Smith. The pool would be prepared to fill the elevator 
providing three berths were furnished.. He did not think five 
or six million bushels could be exceeded without liner traffic. 
At no time were United States ports considered if Canadian 
ports were available, but for every one boat coming to Canada, 
ten went to the United States. 

Asked by the chairman what he thought about a prohibition 
of shipments except through Canadian ports, Mr. Smith said it 
would be a national calamity, as the grain would back up to the 
farm. It would be impossible for the Canadian National to 
influence grain to Halifax rather than Portland unless it could 
guarantee the ships. There was less difficulty about St. John 
as a port, as it had long been known as a grain port, but there 
was a lack of tramp accommodation. 


CANADIAN TRAFFIC AND REVENUE 


Freight traffic on Canadian railroads was 30 per cent heavier 
in June of this year than in the same month in 1925, according 
to a statement issued by the transportation branch of the Do- 
minion Bureau of Statistics, Department of Trade and Com- 
merce. The heavy movement of grain accounted for _the in- 
crease, to a large extent. Coal tonnage was also considerably 
heavier than in the same month a year ago. The statement 
continues as follows: 


Freight traffic for June was 30 per cent heavier than in 1925, 
the very heavy movement of grain being the big factor. The re- 
ceipts at the head of the lakes were 20,727,091 bushels as against 
6,717,817 bushels in 1925, increases being recorded by each grain and 
wheat showing the large increase of 9,457,753 bushels, or 230 per cent. 
Coal tonnage was also considerably heavier than in 1925 on account 
of strikes last year. 

Freight revenues were increased by $5,284,029, or 23.7 per cent. 
Passenger receipts were also greater by $426,909, or 6.2 per cent, not 
due to a greater number of persons travelling but to an increase in 
the average length of journey which increased 3.8 miles, or 5 per 
cent, and a slight increase in the average receipt per passenger per 
mile. Gross revenues were greater by $6,154,189 than in 1925 and 
were the largest of any June covered by these reports (since 1920). 
Operating expenses were also heavier than in 1925 but by only 
$2,656,540, thus increasing the net operating revenues by $3,497,649. 

The average train load was increased by 42.9 revenue tons and 
the revenue per train mile was increased by 22 cents or 4 per cent. 
The number of passengers per train increased from 61.3 to 63.1 and 
the revenues per passenger train mile from $2.38 to $2.49. The heavy 
grain movement was the principal factor in the increased average 
haul, jg increased car load and the decreased average receipts per 
ton mile. 

For the first half of the year gross revenues showed an increase 
of $26,035,106, or 13.6 per cent, for an increase of 17.3 per cent in 
the revenue ton miles. The number of passengers carried showed 
an increase of 2 per cent and the passenger miles an increase of 
8.5 per cent. Operating expenses were increased by $8,022,421 and 
net revenues by $18,012,684, or over 117 per cent. 


A statement was also issued by the bureau as to revenues 
and expenses of the Canadian National lines from 1919 to 1925, 
showing a decrease in the deficit from 69,866,589, in 1921, to 
$41,444,764 in 1925. The total deficit over the period was $411, 
666,447. This figure includes deficits for the Canadian govern- 
ment railways for 1919 and 1920. The statement shows that the 
liability to the government for the seven-year period, capital 
liability plus deficits of the Canadian government railways in- 
creased $755,516,765. 

The net earnings of the Canadian Pacific Railway for the 
month of July were the highest for any corresponding month 
since 1916. The increase in net over 1925 was $532,261 or 
nearly 16 per cent, making the total increase for the seven 
months of this year $6,691,301 or nearly 60 per cent ahead of 
last year. Gross earnings for July were the highest for any 
similar month since 1920. Gross for the seven months was 
also greater than since 1920, while net for this period was the 
highest since 1917. Results for July and the seven months were 
as follows: 


July 1926 1925 
ES a «.« His Vint ced bw icedewbs te sane be Nbc $ 16,598,421 $15,188,048 
WE, DORE 6 i0.c.00 cence Sei Weigees Ss os 12,677,285 11,799,173 

UE bk BUA. clan be EO ONS) aieels bodes $ 3,921,136 $ 3,388,875 

Seven months 
CE cite ha neb wink eu.cd's te bec niplespeeace ahaa $101,826,207 $90,343,868 
ORE CUO 5 gv asnde S oss e wei wbnde ns 83,948,384 79,157,346 

BE dercaty top aereieaee eee ieee $ 17,877,823 $11,186,522 
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CANADIAN CAR LOADING 


The new grain has begun to move and loadings for the 
week ended August 28 showed an increase of 1,334 cars over 
the previous week, the increase being all in the western divi- 
sion. Live stock also showed a heavier loading than for several 
months. Merchandise increased 614 cars and other commodities 
showed only minor changes, the total loadings being 1,875 cars 
heavier, 

Compared with the corresponding week last year, car load- 
ings were heavier by 5,033 cars. Of this, coal accounted for 
2,017 cars, grain for 500 cars, ore for 765 cars, merchandise for 
1,213 cars, and miscellaneous freight for 252 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


-—For the Week Ended— 
Aug. 28, Aug. 21, Aug. 29, 
926 1925 


















































Commodities 1926 1 
Grats ate Greta PYGGUGis. ...ccccescscecs 2,188 2,267 2,142 
BE Me casestdelerucetccueiecscesesaeeee 1,134 1,064 1,185 
GA ciccre-4:6-0.5% qanstne aae huis Siow tel Waninwanieaas 5,365 5,484 3,586 
SNE na: 66 cupimendinced 6 own vn casas eenebe ewan 314 267 344 
RN onc ad uhobedks conten wed y One mo eteas 2,658 2,726 2,804 
SII nn cctlnie iot..0)0.0/0ie-0-0.0.4,3. aie sieptinelniatae Se 2,127 2,040 1,685 
Pe SE SE cw sccckcecteaebweceacace-s 1,728 1,889 1,793 
Other Ferest Products... cicccee cdescvccces 1,058 FRR GY 1,297 
0 ER ES a eS 1,222 1,257 768 
Po a A 12,500 12,337 11,931 
pO ES CEI, i a 10,847 11,167 11,263 
CRE CUre EON. 0:6 oes cSescisscaces 41,141 41,615 38,798 
Total Cars Received from Connections 35,618 33,876 31,958 
WESTERN CANADA 
Grain and Grain Products.....svccccceccce 2,605 1,192 2,151 
A ee en rr eee 1,270 1,128 1,404 
NEE, Cebild ay-0'0s-0'e'd 000 Savin Odalas HUE s be eves 1,593 1,597 1,355 
COIN i855 Se Chases wes Naa dieenihe hace Cages 38 30 19 
DE kgs'4: 0000s eeeebans Sarde sane een ees 1,188 1,167 1,122 
PE niccnmonneeseutee cubpuereewewew es 102 201 200 
tO A et ee 245 197 104 
Other Forest Products. .....sesceccccecccs 1,501 ie 1,120 
WO. oc coececcrcceveccceseeseeeeesrccovecevees 2 
emaeee. Ba. Cy. Dir s.dee cat 0.84.00. 000:66 5,405 4,954 4,761 
PN ie se sire Se wenes Cases ede seten 4,985 4,734 4,317 
SORA CAPS TOREROE. «6.00010 0:06 6a eosies 19,826 17,477 17,136 
Total Cars Received from Connections 3,153 2,942 3,022 
TOTAL FOR CANADA 
Grain and Grain Products.........cccccece 4,793 3,459 4,293 
ERG OS Sv asic b6b 0s cosesedctbeuwckewabs 2,404 2,192 2,589 
CE ic HnrtncetesacheTauneeenbeceeoa pene 6,958 7,081 4,941 
RRR RR SAIS SS nie mn SIDS | SLI Ys Jom ye fee 352 
LR SAR A Ee ne eee ina: SOAR 3,846 3,893 3,926 
PE oN diaicike BRC ae dsb ecwscmauineewecs 2,229 2,241 1,885 
i, Le rr ee 1,973 2,086 1,897 
Other Forest -ProdaGts. ...ccvcccseccviesves 2,559 ,465 2,417 
Ms coi wnats Cane cloning diet ¢oc.00 Sesinehe tic cso 23116. 2,186 1,351 
oe a Se rane 17,905 17,291 16,692 
Bi POC Er re 15,832 15,901 15,580 
SOO COM Bs oc 8 bios pciewtiiswniswaice 60,967 59,092 55,934 
Total Cars Received from Connections 38,771 36,818 34,980 
CUMULATIVE TOTALS TO DATE 
1926 1925 
Grain and Grain Products....ccececsceevee 215,706 ~ 186,750 
Te SIRS ovo ccncscacen ee onees eeiaeedaoaet 68,510 75,591 
CR Och ole 086. cke de cnets teehee Mewbedecete 177,989 110,526 
NE a So wd SHS o 2 bru bs 00d Sieve celta Metab Chinen 12,434 9,270 
ls ctihic Bon cewrnccnteindsteanaeumirns 124,235 121,489 
SED bins nth ties on weg sie er weeiaw eters’ 98,328 95,140 
PE ON so 5hid se hiss}: d.00i05G's.0dee cesses 82,981 69, 
Other Pereet Promucte eis ove si6 css osc divise 107,406 97,839 
Salas Winivielns © cnet bce se-ecsere eee Rie: 4:40 -56,615 46,115 
Pe et Sy ES ee ee ena 547,785 515,072 
Ss os acc eticenechs cee eetaawet eens 468,791 411,735 
pe ee ee Serer 1,960,780 1,738,831 
Total Cars Received from Connections 1,260,994 1,126,258 


ARBITRATORS SELECTED 


The Board of Mediation has been advised of the selection 
of arbitrators by the eastern railroad managements and the 
representatives of the railway trainmen and conductors who 
will, with two neutral arbitrators to be selected, arbitrate the 
demands of the employes for increases in pay. William A. Bald- 
win, vice-president of the Erie, and Robert V. Massey, general 
manager of the Pennsylvania, eastern region, are the arbitrators 
selected by the managements. Daniel L. Cease, editor of the 
official publication of the trainmen, and E. P. Curtis, general 
secretary and treasurer of the Order of Railway Conductors, 
are the arbitrators for the employes. 


G. T. P. AND C. N. R. SETTLEMENT 
The terms of the settlement between the Grand Trunk 
Pacific 4 per cent debenture holders and the Canadian National 
Railways have been announced, but will still have to be sub- 
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mitted to the stockholders for ratification. According to the 
terms of the settlement the Canadian National will issue de- 
benture stock carrying interest as from July 1, 1926, at the rate 
of 2 per cent per annum, payable half yearly, the first payment 
to be made January 1, 1927, or as soon as possible after the 
scheme becomes operative. The amount set aside each year 
will, for the first ten years, be applied to the redemption of the 
stock by purchase, by tender only, at a price (including a half 
year’s interest) of not less than sixty pounds sterling and not 
more than one hundred pounds. After the expiration of the ten- 
year scheme the stock will be redeemed by drawing par only. 


TELEPHONE COMPANY EARNINGS 

For the six months ended with June, 71 large telephone 
companies, each having annual operating revenues in excess of 
$250,000, had an operating income aggregating $102,768,907, an 
increase of $12,273,716 or 13.6 per cent, as compared with the 
income for the same period of 1925, according to compilations 
made from company reports by the Bureau of Statistics of the 
Commission. For June the operating income was $17,562,152, an 
increase of $2,298,583 or 15.1 per cent, as compared with the in- 
come for June, 1925. The number of company stations in service 
at the end of June was 13,471,105, an increase of 802,387 or 6.3 
per cent, as compared with the number at the end of June, 1925. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
August 15, was 65.3, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
55.9; refrigerator, 77.6; coal and coke, 71.1; stock, 83.3; flat, 
73.7; tanks and others, 94.5. By districts the percentages for 
all classes of equipment were as follows: Eastern, 53.1; Alle- 
gheny, 72.1; Pocahontas, 62.9; Southern, 63; Western, 71.1. 


The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of August 15, shows the 
following: Eastern district, 94.2 as against 96.5 a year ago; 
Allegheny, 101.4 as against 102.9 a year ago; Pocahontas, 81.8 
as against 73.6 a year ago; Southern, 96 as against 97.4 a year 
ago; Western, 101.3 as against 101 a year ago; all districts, 
97.9 as against 98.5 a year ago; Canadian roads, 97.7 as against 
95.8 a year ago. 











POSITION WANTED—Industrial traffic manager, ten years’ prac- 
tical experience, both industrial and railroad circles, married, age 33. 
Student advanced traffic, fully qualified. Address W. W. W. c/o 
Traffic World, Chicago, IIl. 

















Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 





BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 





PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 


STORAGE AND DISTRIBUTION 
BONDED 
474 Everett St., or 
13th and Everett Sts. 



































































































































































Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any s:mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 


and w'de knowledge will answer questions camps Ae practical traffic 


et ae 2 ng We do not desire to take the place of traffic man but to 


ip him in his work. 
The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may om to us unwise to answer 
¢ or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Carload versus Less-Than-Carload Shipments 


Tennessee.—Question: We shipped from point A to point 
B as follows: 130 talking machines, 9,920 pounds; 23 boxes 
Victrola records, 3,450 pounds. This was an open bill of lading 
and we did not specify a carload of either records or machines. 
Through error our shipping clerk did not tag the 130 items of 
talking machines and carrier assessed charges at destination 
on the basis of one carload of talking machines, minimum 16,000 
pounds, and 3,450 pounds of talking machine records at less- 
than-carload rate. 

Carrier did not work this car at the point of origin, and 
if they had worked the car and notified us that the talking 
machines were not marked we would have gladly marked same 
on their transfer platform. Are we entitled to the less-than- 
carload rate on the talking machines? 

Answer: As we see it, there are three situations which 
involve the question or which rate, namely, the carload or less- 
than-carload rate, should be applied on a given shipment. 

1. If a carload shpiment is tendered as such, either the 
earload rate, at the applicable minimum weight, or the less- 
than-carload rate at actual weight, if lower, may be applied 
under the provisions of section 1 of rule 15 of the classification, 
as construed by the Commission in its opinions in Docket 13300, 
Rockwood Sprinkler Co. vs. Director-General, 73 I. C. C. 277; 
Klein-Simpson-Frank Co. vs. Director-General, 98 I. C. C. 547. 

2. If an L. C. L. shipment is tendered as a carload shipment 
or tendered to the carrier under circumstances which would 
lead the carrier to believe that the shipment was being tendered 
as a carload shipment, as to such shipment, if the weight of 
the shipment is not such as to make marking under the pro- 
visions of the classification unnecessary, that is, if the shipment 
does not fully occupy the visible capacity of the car or does 
not weigh 24,000 pounds or more, under the opinions of the 
Commission in Passow & Sons vs. C. M. & St. P., 37 I. C. C. 
711; Sam Kyle vs. M. K. & T., 42 I. C. C. 335; Columbian Iron 
Works vs. Sou. Ry. Co., 45 I. C. C. 173, and Walter Zelnicker 
Supply Co. vs. T. & O. C. Ry., 51 I. C. C. 133, the carload rate 
will be applied, the Commission having held in those four cases 
that unless the shipment is marked in accordance with the 
classification requirements, if it is tendered as a carload ship- 
ment, the carload rate must be applied. 

If, however, under the Commission’s opinion in the Rock- 
wood Sprinkler Co. case, 73 I. C. C. 277, and Klein-Simpson- 
Frank Co. vs. Director-General, 98 I. C. C. 547, the L. C. L. rate 
is to be applied as a maximum on a carload shipment, the dis- 
tinction between a carload and a less-than-carload shipment 
depending upon the manner in which the shipment is tendered, 
which is the basis of section 3 of rule 15 of the Consolidated 
Classification and the Commission’s opinion in the Passow case, 
37 I. C. C. 711, and other cases cited above, is eliminated, for 
the reason that if the L. C. L. rate, which, when applied to the 
shipment, makes a lower charge, can be applied to the ship- 
ment, there is no reason for the distinction between carload 
service and less-than-carload service, the basis of which is, 
among other things, the matter of who shall load or unload the 
shipment, and the fact that where a less-than-carload shipment 
is made the carrier may utilize space in the car not occupied 
by the shipment. See, in this connection, our answer to “Ohio,” 
on page 1368 of the December 23, 1922, Traffic World, under the 
caption, “Less Carload vs. Carload Rates on Carload Shipments 
—Application of Rule 15, Consolidated Classification.” 


Tariff Interpretation—Minimum Weights—Duty of Carrier to 
Establish That Which Can Be Loaded Into Size of Car 
Furnished 


Florida.—Question: - A shipment of fibre furniture origi- 
nated at Sheboygan, Wis., and moved to Miami, Fla. Shipper 
requested 50-foot car, but was furnished two 36-foot cars in lieu 
thereof, loading 8,900 pounds in one car and 2,300 pounds in the 
other, making total weight of shipment 11,200 pounds. 

Boyd’s 6-N I. C. C. A-1545, page 26, item 430, provides for 
furniture, mixed carload, minimum 12,000 pounds, rate of 56% 
cents from Sheboygan to St. Louis. Had shipper been furnished 
with 50-foot car as ordered, this rate and minimum would apply. 
However, railroad contends that since two cars were used, there 
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is nothing left to apply except a minimum of 12,000 pounds on 
each car. 

It is our contention the minimum of 12,000 pounds should 
apply for one car only, due to the fact the two cars were fur- 
nished for carrier’s convenience. 

Will appreciate your opinion and Commission citations on 
this subject. 

Answer: The item to which you refer provides for a flat 
minimum weight of 12,000 pounds, no reference being made 
therein to rule 34 of the Classification. 

It seems apparent that the instant case is similar to that 
covered by the Commission’s opinion in Tull & Gibbs vs. Norfolk 
& Western Ry. Co., 55 1. C. C. 17. In this case the Commission 
said: 


On behalf of complainant it was testified that the entire shipment 
could have been loaded into the 50-foot car ordered and that had such 
a car been furnished or a two-for-one rule applied in connection with 
the $1.63 rate the charges would have been $326. Reparation is sought 
on this basis. Generally the minimum on this kind of furniture is 
12,000 pounds for a 36-foot car. The proposed consolidated classifica- 
tion provides for graduated minima ranging from 12,000 pounds for 
cars 36 feet 6 inches in length to 19,440 pounds for cars 50 feet 6 
inches in length. Complainant observes that at the time of movement 
defendants maintained the two-for-one rule in connection with com- 
modity rates on furniture with a flat minimum applicable to a car 
of any size, from southeastern points, including Martinsville, to Pa- 
cific coast terminals, as well as from all groups west of Chicago to 
Spokane. 

Where there is a uniform minimum for cars of all lengths, as in 
this case, the carrier is not required to furnish a car of any specific 
length, but is under the duty of establishing a minimum weight that 
can be reasonably loaded into a car of the size furnished. The record 
is clear that it would have been physically impossible to load this 
shipment into a 36-foot car. 


Freight Charges—Liability of Shipper Signing Stipulation Re- 
quiring Collection of at Time of Delivery Where Consignee 
Refuses Goods or Where Undercharge Is Uncollectible From 
Consignee 
Maryland.—Question: Please advise the legal liability of 

the shipper when section 7 of bill of lading has been signed by 

the shipper: 

(a) When charges are collected from consignee at time of 
delivery, but an undercharge later discovered, at which time 
consignee is insolvent. 

(b) When charges are collected from consignee at time of 
delivery, but an undercharge later discovered, at which time 
consignee is judgment proof and refuses to pay the undercharge. 

(c) When shipment is refused by the consignee and is sold 
for charges, leaving a deficit and there is no liability with the 
carriers. In your answer please cite court decisions, if any. 

Answer: There is no contractual relation between the car- 
rier and the consignee or order notify party by the mere desig- 
nation of such party as consignee or order notify party, which 
obligates him to receive the goods or to pay the freight charges 
and that party is not liable therefor in the absence of an agree- 
ment, express or implied. New Jersey Central R. Co. vs. Mac- 
Cartney (N. J.), 52 Atl. 575; Davis vs. Allen (S. C.), 117 S. E. 
547; R. Co. vs. Evans (Mo.), 228 S. W. 853; R. Co. vs. Townsend 
(N. J.), 100 Atl. 855. 

If, however, a shipment is accepted the consignee becomes 
liable as a matter of law for full amount of the freight charges, 
whether they are demanded at the time of delivery or not until 
later. P. C. C. & St. L. vs. Fink, 250 U. S. 577; N. Y. C. & H. 
R. R. Co. vs. York & Whitney Co., 256 U. S. 406; Louisville & 
Nashville R. R. Co. vs. Central Iron & Coal Co., 265 U. S. 59. 

Apparently the effect of the incorporation of section 7 in 
the Uniform Bill of Lading Contract Terms and Conditions is 
to relieve the consignor of the liability for the freight charges 
or any part thereof, in the event of the delivery of the shipment 
to the consignee in accordance with the contract of shipment. 
The carrier is therefore limited in its recourse upon the con- 
signee in the event that it is determined by the carrier that an 
undercharge exists. 


Where, however, the goods are not accepted by the con- 
signee, the carrier is not, in our opinion, precluded from recov- 
ering from the shipper the amount of the freight charges, not- 
withstanding that the shipper has signed the stipulation on the 
face of the bill of lading requiring the carrier to collect the 
freight charges at the time of the delivery of the goods. 

The refusal of the shipment by the consignee or the failure 
of the order notify party to accept delivery of the goods is a 
matter between the shipper and that party, and the signing of 
the stipulation referred to in section 7 of the bill of lading does 
not preclude, in our opinion, a recovery of the charges by the 
carrier from the shipper, the carrier having performed its part 
of the contract of shipment entered into with the shipper in 
transporting the shipment to destination and tendering same 
to the consignee and having made no delivery contrary to the 
terms of the stipulation signed by the shipper requiring col- 
lection of the charges at the time of the delivery of the ship- 
ment. 

Tariff Interpretation—Compliance With Tariff Provisions 
by Shipper 

Missouri.—Question: Consolidated Classification rule 41 
provides that in addition to fibre board packages complying with 
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specifications and conditions outlined therein, bill of lading 
covering such shipments must also carry a notation to show that 
packages do actually comply with all provisions of the rule. 
Failure of the shipper to place such notation on the bill of 
lading involves a penalty of 20 per cent in the rates. 

Can you give us reference to any decisions of the Commis- 
sion on this point? There is no question as to the proper con- 
struction, etc., of the packages. The point involved is simply 
the failure of having bill of lading bear the prescribed notation. 

Answer: See, with respect to this question, American 
Licorice Co. vs. C. M. & St. P. Ry Co., 95 I. C. C. 525. In this 
case the Commission, in effect, held that the failure of the 
shipper to comply with the tariff provision requiring the cer- 
tification on the bill of lading that the fibre boxes used for the 
shipment conformed to the specifications set forth in the box 
makers’ certificate thereon and other requirements of rule 41 
of the Consolidated Freight Classification, subjected the ship- 
ment to the penalty provided for in the governing tariff. 

See, also, in this connection Gill-Crossett, Inc., vs. Director- 
General, 104 I. C. C. 48; Beatrice Creamery Co. vs. C. B. & Q., 
107 I. C. C. 568, which cases are based upon the decision of the 
Supreme Court of the United States in Davis vs. Henderson, 266 
U. S. 92. 

Weighing and Reweighing—Washed Coal 

Tennessee.—Question: Will you please advise if you know 
of an Interstate Commerce Commission ruling or instructions to 
the carriers that washed coal in Alabama must stand twelve 
hours before going on the scale for weighing? 

We understand such a ruling or provision is made for the 
protection of shippers and receivers of washed coal, in that the 
consumer will not have to pay excess weight on account of too 
much moisture in the car. 

i Answer: We can locate no tariff provision in which the 
carriers have established regulations for the weighing of washed 
coal such as you refer to. See, however, in this connection the 
opinion of the Commission in “Washed Coal Rates,” 45 I. C. C. 93. 

Bills of Lading—Endorsement by Order Notify Party 

Nebraska.—Question: Carriers differ in their requirements 
as to endorsement of order notify bills of lading, in respect to 
endorsements by notifyees. Some carriers require the notifyee 
endorsement, while some make no such requirement. 

Would like to have your opinion as to whether, under the 
Bill of Lading Act, endorsement by notifyee is necessary in 
case that the bill of lading is presented by the notifyee per- 
sonally or by his agent, and where delivery is to be made to 
him or to his agent. Citations from any available court opinions 
on this subject will be appreciated. 

Answer: We see nothing in the Bill of Lading Act which 
requires the endorsement of an order notify bill of lading by 
the notify party. In our opinion it is unnecessary, except, that 
it serves the purpose of a receipt to the carrier for the reason 
that the negotiation of the order bill of lading has ended upon 
surrender of the bill of lading to the carrier and delivery of 
the goods represented thereby to the notify party. 

We locate no decisions of the courts relating to this ques- 
tion. 


Sales—Duty of Seller to Forward Shipment by Least Expensive 
Route 


Colorado.—Question: A carload of material was purchased 
F. O. B. cars B, Washington, which is located on two railroads, 
the North Railroad and the South Railroad. The material to 
be shipped to an adjoining state. A bill of lading was furnished 
the shipper at B, Washington, with instructions to ship via the 
South Railroad. The material was loaded into cars on the North 
Railroad, and a switching charge was assessed by the trans- 
portation companies at B, Washington, for transferring the car 
to the South Railroad. 

Will you please give your opinion as to who is responsible, 
and who should pay the switching charge, the shipper or the 
consignor. 

Answer: If the destination of the shipment in question was 
a competive point located on both the North and South Railroad, 
switching charges of the North Railroad are, no doubt, absorbed 
by the South Railroad, and therefore delivery of the shipment 
by the shipper to the North Railroad for switch movement to 
the South Railroad would not result in additional charges over 
and above the charges which would have been applicable had 
the shipment been delivered to the South Railroad. 

If, however, the destination was a local point on the South 
Railroad, in which event the switching charge of the North Rail- 
road would not be absorbed by the South Railroad, it seems 
reasonable that the shipper should assume the amount of the 
switching charge upon the ground that it is the duty of the 
seller to ship goods via the least expensive route. See, in this 
connection, our answer to “Indiana,” on page 1302 of the No- 
vember 28, 1925, Traffic World, under the caption, “Duty of 
Seller to Use Care in Selecting Carrier in Order to Place Risk 
of Transportation on Buyer.” 


Reparation—Subsequently Established Rate 
California—Question: A perishable commodity is being 
shipped from points in state “A” to transcontinental points at 
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an authorized estimated billing weight of 70 pounds per crate 
- = crates and 75 pounds on large crates during the season 
oO i 

Through an agreement between carriers and shippers, this 
large package is being billed from points in state “B” at 75 
pounds per crate, but during 1925 one shipper cuts his package 
down to the same size as the smaller package being used in 
state “A” and presents arguments to carriers in state “B” that 
he should have the same billing weight in state “B” as he enjoys 
in state “A” from a competitive standpoint, as it is the same 
commodity, packed in the same manner, and being sold on the 
same market, freight and refrigeration rates being identical. 
These arguments are accepted as just and reasonable by the 
carriers involved, who agree to have the necessary changes in- 
corporated in their tariffs. 

At the same time, carriers in state “A” are endeavoring 
to have weights raised in that state to 76 pounds per package 
and, due to this investigation, publishing agent for carriers in 
state “B” decline to publish any lower weight in tariffs from 
state “B” until state “A” case is decided, which was not until 
long after 1925 season had closed in both localities. As a con- 
sequence, shipper had to pay five pounds per crate more during 
that season from state “B’” than from state “A,” although the 
carriers had promised relief. 

Overcharge claims have been presented carriers in state 
“B” to reduce the weight to 70 pounds on the same basis as 
state “A,” but, although carriers admit moral obligation, claim 
they can find no legal way in which to make redress. 

Can you quote any ruling that will help us out of this 
difficulty? 

Answer: As we understand, during the period in which 
the shipments moved there was no rate on the commodity in 
question when packed in small crates, from points in the state 
of “B.” Therefore, the shipments in question were not over- 
charged in the sense that charges in excess of the legal rate 
were assessed on the shipments. Apparently no rate existed 
on the size of crate in which the shipments were made and 
therefore it is a matter for the Commission to determine what 
would have been a reasonable charge (see Memphis Freight 
Bureau vs. Kansas City Southern Ry. Co., 17 I. C. C. 90), unless 
under the applicable tariffs the rate applying on the 75-pound 
crate was applicable on the shipments. In either instance, an 
award of reparation can only be had through complaint filed 
with the Commission. 

Sale of Perishable Goods by Carrier 

Wisconsin.—Question: One of our fruit jobbers recently 
made a shipment of fresh fruits and they now advise us that 
the fruit was sold soon after reaching destination without their 
being advised, thereby giving them no opportunity to dispose 
of it to better advantage. 

I have not been able to find a clause in the Express Classi- 
fication covering a transaction of this kind, similar to the one 
contained in the uniform bill of lading covering shipments by 
freight. What I would like to know is whether or not the ex- 
press company can, at any time after arrival, dispose of a 
shipment to best advantage without first notifying the consignor. 


In this particular case, the consignor claims that he could 
have realized much more from the shipment had he been 
advised, as he could have disposed of it to other parties. In 
this particular case, could the express company be held for the 
difference between the amount which they received for the 
shipment and what the consignor claims he could have received 
had he been notified, and can the express company legally dis- 
pose of shipments without notifying the consignor, and par- 


ticularly when the shipment reaches destination in good con- 
dition? 


Answer: If, and presumably so, the shipment in question 
was not delivered at destination by reason of the consignee’s 
refusal to accept it, the provisions of rule 8 of Official Express 
Classification No. 29 are applicable. This rule provides that 
written notice must immediately be given to the consignor by 
the agent at destination. 


A bailment of goods to a carrier confers no power of sale. 
The contract relates to their transportation; and the carrier 
has no implied right to sell them under ordinary circumstances. 
And statutes which authorize a carrier to store unclaimed freight 
no not authorize the sale of unclaimed freight. Nevertheless, 
in a number of decisions, some of which are based upon special 
statutory provisions, it is held that a carrier may sell perishable 
goods where such sale becomes necessary to prevent loss to 
the shipper or to the owner. And this principle has been ap- 
plied frequently in cases where the consignee refused to accept 
the goods. Nevertheless, it has been held that, in the absence 
of a statute otherwise providing, it is the duty of the carrier 
to notify the shipper before selling the goods, when this is prac- 
ticable; and the sale should be made after such notice of the 
sale as will reasonably assure that the goods to be sold will 
bring their reasonable market value. Ordinarily a sale without 


-such notice to the shipper will constitute a conversion, rendering 


the carrier liable for the value of the goods as in other cases 
of conversion. Leech vs. N. Y. C., ete., R. Co., 88 N. Y. S. 166: 
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Merchants & Miners Trans. Co. vs. Branch, 282 Fed 494; Payne, 

Agent, vs. Roe, 122 Atl. 322 (Md.); Klein vs. Young, 168 N. ¥. 3, 

526. 

Routing and Misrouting—Switch Delivery vs. 
Terminal Carrier 


Ilinois.—Question: Attached is a form of bill of lading 
which is used by practically all the railroads in the country’ 

You will note that there is a blank line provided for “Route” 
and below this line is a blank line underneath which is printed 
in parenthesis in small print “Delivering Carrier.” 

Will you kindly advise, if when a carrier is written on the 
last line, which in connection with the bill of. lading carrier 
forms a through route, does it mean a road haul for the carrier 
named, or is this line to designate terminal delivery only? Can 
you cite me any ruling by the Interstate Commerce Commission 
on this subject? 

Answer: We can locate no opinion of the Commission in 
which it was stated what effect the provision of the uniform 
bill of lading to which you refer. has upon routing instructions 
inserted in the bill of lading by the shipper when the name of 
the delivering carrier is stated on the line under which the 
parenthetical term “Delivering Carrier” appears. 

However, it is our opinion that the Commission would ap- 
ply the principle of its opinion in McCoach & Co. vs. N. Y. P. 
& N., 42 I. C. C. 171. Under the opinion of the Commission in 
that case where the word “delivery” in connection with the ter- 
minal carrier is shown in the bill of lading, the shipment must 
be forwarded via a route which will give that carrier a road- 
haul movement instead *of a swtch movment, if a lower rate is 
applicable via the route affording the terminal carrier a road- 
haul movement than via the route which will give the terminal 
carrier a switch movement. In other words, the specification 
of delivery in connetcion with the terminal carrier requires 
the carrier to forward the shipment via the route over which 
the cheapest rate applies in connection with the terminal car- 


rier, whether that line receives a road haul or a switch move- 
ment. 


Carload vs. Less-than- einai alieltin Against Carload 
Shipments 


Florida.—Question: Will you please favor us with the ben- 
efit of your views concerning the following question? 

A shipment of desks weighing 9,000 pounds was offered to 
carriers at Cincinnati, O., destined to a Florida point. Shipment 
was tendered the initial line through their warehouse, with 
no mention made as to whether it should be handled as a carload 
or less-than-carload shipment. At the time offered there was 
an embargo against carload business to the destination point 
and shipment was handled on basis of less-than-carload rate. 
Subsequently claim was filed by the consignee asking protection 
of the carload rate, which made a lower charge than the less- 
carload rate. Claim was declined by the carriers, they con- 
tending that the carload rate could not be protected in view of 
the fact that shipment moved during the embargo period. We 
contend that if the carriers, through error, had accepted a car- 
load shipment in the face of an existing embargo, they would 
have had no legal right to charge the less-than-carload rates on 


such shipment, and it is our view that this shipment is in the 
same category. 


Answer: Unless the shipment in question was tendered to 
the carrier as a less-than-carload shipment, it is our opinion 
that it was the duty of the carrier to inform the shipper that 
it could not be handled to destination except as a less-than- 
carload shipment during the period of the embargo, so as to 
give the shipper the opportunity to select whether he would 
forward the shipment as a less-than-carload shipment or await 
the lifting of the embargo on carload shipments and then for- 
ward the shipment as a carload. 

If, however, the shipment was tendered to the carrier as 
a less-than-carload shipment, i. e., was marked in accordance 
with the provisions of rule 6 of Consolidated Freight Classifica- 
tion, which fact, together with other circumstances, would lead 
the carrier to believe that a less-than-carload shipment was 
intended, the less-than-carload rate is applicable thereon. 
Routing and Misrouting—Agency Station on One Carrier and 

Non-Agency Station on Other Carrier 

North Carolina.—Question: We recently made a_ prepaid 
shipment to a point in the state of Florida, located on two rail- 
roads. One of these stations was an agency station, the other 
a non-agency station. 

This shipment was not routed through to destination and 
the originating carrier delivered it to the line 6n which the non- 
J station is located. This shipment was unloaded and 
stolen. 

We feel that the originating carrier is responsible, as rates 
are applicable via both lines and they should have sent the 
shipment over the line which could have delivered it to an 
agency station, thereby rendering us better service by taking 
a receipt for the shipment instead of unloading it at a non- 
agency station. 

Please advise us if there has ever been a similar case of 
this kind tried before the courts, or handled by the Interstate 
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Commerce Commission. If so, we will thank you to furnish us 
with the records covering same. 

Answer: If, as we understand, the same rate applied from 
point of origin to point of destination over both routes, namely, 
the route composed of the initial carrier and the carrier on 
whose line the destination is-an agency station, and the route 
composed of the initial carrier and the carrier on whose line 
the destination is a non-agency station, there was, in our opin- 
ion, no misrouting of the shipment on the part of the initial 
carrier. See Bookwalter Steel Co. vs. Tennessee Central R. R. 
Co., 20 I. C. C. 603; Broderick & Bascom Rope Co. vs. L. & N. 
R. Co., 39 1. C. C. 213; and Ohio Iron & Metal Co. vs. C. M. & St. 
P., 28 I. C. C. 703. Under the findings in these cases, where no 
routing is specified by the shipper, the initial carrier is war- 
ranted in forwarding the shipment, in the event that more than 
one route exists, over any route, provided that the rate is the 
same over all of the routes 

Therefore, the forwarding of the shipment by the initial 
carrier over the line on which the destination was a non-agency 
station, did not, in our opinion,. constitute a misroute under 
the provisions of the interstate commerce act. 

However, see U. S. Express Co. vs. Kountze, 8 Wall. (U. S.) 
342, 19 L. Ed. 457, in which it was held that if it be known to a 
carrier that a shipment will be more liable to loss or injury 
on one line than another, he must select the safer route or be 
liable for the consequences. See also, Chartrand vs. Sou, Ry. 
Co., 85 S. C. 479, 67 S. E. 741. 


Reconsignment vs. Reshipment 

Maryland.—Question: Several times you have quoted cases 
pertaining to reconsignment, saying at one time the controlling 
item as to whether the local or through rate is to be assessed 
is the intention in the mind of the shipper at the time he makes 
the shipments and that mere accidents or incidents relating to 
the billing would not affect the question. At other times, you 
have given the controlling factor to be whether the shipment 
has left the possession of the carrier. There seems to be a 
conflict here; is there any definite point which can be indicated, 
or definite ruling given, as to where is determined and what de- 
termines the rate to be assessed in reconsigning? 

Answer: We believe that you are confusinng the matter 
of whether a shipment beyond the first filled destination is an 
interstate or intrastate movement, as, to which the question 
of the intention of the shipper at the time the shipment was 
originally tendered for transportation is the governing factor, 
with the matter of whether the movement beyond the first des- 
tination is a reconsignment or a reshipment. 

As to the first question, see our answer to “Iowa,” on page 
1442 of the December 12, 1925 Traffic World, under the caption 
“State vs. Interstate Traffic.” 

Witb respect to the latter question, see our answer to 
“Arkansas,” page 280 of the July 31, 1926, Traffic World, under 
the caption “Reconsignment vs. Reshipment,” and our answer 
to “Illinois,” on page 1054 of the October 31, 1925, Traffic World, 
under the same caption. 

While the intention of the shipper as to the final destination 
of the shipment at the time the shipment is originally tendered 
to the carrier determines whether the movement beyond the 
original billed destination is interstate or intrastate, the inten- 
tion of the shipper as to the final destination of the shipment 
at the time the shipment is originally tendered to the carrier, 
has no bearing upon whether the subsequent movement thereof 
is a reconsignment or a reshipment. It is the handling of the 
shipment at the original billed destination which determines 
this fact, as a rule. 

Tariff Interpretation—Shipper’s Failure to Comply with Tariff 
Provision 

Washington.—Question: I would very much appreciate 
your opinion with regard to the following matter: 

A carload of cedar posts shipped from a non-agency station 
on A railroad to a point on B railroad, no routing was specified 
and no through rates were in effect at the time the shipment 
moved. The combination of rates assessed were in excess of 
a combination short hauling the originating carrier. A claim 
has been filed on the basis of the cheaper combination. The 
shipper did not specify on the bill of lading as to whether the 
car was loaded to full visible capacity, and the railroad has 
declined the claim on account of two minimum weights applying 
on the cheaper combination. 

The shipper states that car was loaded to full visible capac- 
ity and I contend that the full visible capacity provision should 
rule. Is it possible with an affidavit from the shipper that the 
car was loaded to full visible capacity to recover our claim; 
and is there any ruling of the Commission that would prevent 
the railroad from paying such a claim? 

Answer.—Apparently the opinion of the Commission in 
Good-Hopkins Lumber Co. vs. Great Northern Ry. Co., 51 I. C. C. 
99, is applicable to the situation you outline. 

In this case the Commission said: 


Defendants’ tariffs provided for the application of rates based on 
the cubical capacity of the cars furnished, and, by exception, author- 
ized the assessment of charges on basis of the actual weight of 
shipments, subject to a minimum of 30,000 pounds, when cars are 
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loaded to their “full visible capacity.’”’ To secure the benefit of this 
exception, shippers were required under the tariffs to certify on the 
bills of lading or shipping receipts, over their written signatures, that 
the cars were loaded to full visible capacity. The tariffs specifically 
provided that when such certification was not so given charges would 
be assessed on basis of the cubical capacity. No such notation was 
made on the bills of lading covering these shipments. 

Complainant contends that the charges were unreasonable and 
unjustly discriminatory to the extent that they exceeded those that* 
would have accrued at the legal rate and actual weight, apparently 
upon the theory that the certification required by the tariffs is a 
formality wholly disassociated with the duty of the carriers to police 
such shipments. No complaint is made of the measure of the rate 
charged or of the minimum weight provision, and no substantial 
evidence was introduced to support the allegation of unjust dis- 
crimination. It was stated on behalf of complainant that the minima 
on lumber from Washington to points in states east thereof vary 
according to destination, and that lack of uniformity in this respect 
was a contributing cause of its failure to make the certification re- 
quired by the tariffs. The question of lumber carload minima is now 
pending before the Commission in another proceeding. 

The law imposes upon shippers the duty of ascertining the rates 
and conditions under which they ship, and noncompliance by a ship- 

r with tariff rules affords no basis for a finding that the rate 
egally applicable is unreasonable or unjustly discriminatory. 


Tariff Interpretation—Application of Commodity Rate 


Illinois —Question: Please give me your opinion on what 
is the correct minimum weight to use on agricultural implements, 
other than hand; from Chicago, IIl., to Oklahoma City, Okla. 

Southwestern tariff 15-M contains a commodity rate of 
$1.02%4, minimum weight 24,000 pounds. This tariff is governed 
by Western Classification and Southwestern Lines Exceptions 3 
Series. The exception referred to gives agricultural imple- 
ments, other than hand, Class A rating minimum weight 20,000 
pounds. It is my belief that in order to receive the benefit of 
the low minimum weight, that the class “A” rating must be 
used, which makes the rate $1.10. This tariff referred to is a 
sectional tariff and gives the privilege of using the lowest rate 
when in different sections. 

Some of the shippers contend that where the exception 
gives the minimum weight of 20,000 that they are entitled to the 
commodity rate on the exception minimum. I hold that the 
rate and minimum are inseparable and one cannot be used with- 
out the other. Will appreciate your opinion on the above stated 
case. 

Answer.—It is our opinion that the minimum weight pro- 
vided for in connection with the commodity rate, that is, the 
minimum weight published in the commodity rate item and not 
the minimum weight provided for in connection with the excep- 
tion sheet rating, must be used in connection with the com- 
modity rate of $1.02%4. 

In other words, the minimum weight of 20,000 pounds is 
applicable only when the class “A” rate of $1.10 is used. 

Liability of Carrier for Loss of Fixtures from Cattle Car 

Missouri.—Question: Claim filed with carriers for loss of 
material stolen from car while being held by them for re-loading 
show cattle has been declined with the statement that the items 
for which we have presented claim were not included in the 
contract of transportation and for that reason they have ruled 
that there is no liability for their value attached to the railroad 
company. 

While it is true the items stolen from the car were not 
listed in the bill of lading contract, but were necessary items, 
such as hay, water tank and gates, for the proper care of the 
stock, it is our opinion that they are responsible for these items 
as well as the stock, when there was no negligence on our part. 

The doors of the car were securely padlocked and the locks 
had been broken and the items taken out while the stock was 
being exhibited at the live stock show. 

Will you please give us your opinion as to liability of the 
carriers and any Interstate Commerce Commission decisions on 
this subject. 

Answer.—We can locate no decisions of the courts which 
cover facts such as those set forth in your letter. 

If the articles stolen from the car may be considered part 
and parcel of the shipment which was loaded therein, as we 
beliéve they would be so considered, the carrier may be held 
liable for the loss thereof while in the possession of the carrier 
as such, during the time the live stock was being exhibited. 


We presume the shipment moved under the uniform live 
stock contract. If so, unless a valid contractual provision to 
the contrary was incorporated in the contract of shipment en- 
tered into between the shipper and carrier, the carrier’s liability 
as such, as to the articles in question, continued during the time 
the cars were held awaiting reloading of the cattle after exhibi- 
tion at the live stock show. 


Notice of Claim 


Missouri.—Question: We filed claim for loss of shipment 
after the six months’ period for filing claims stipulated in the 
provisions of the bill of lading had expired and same has been 
declined by the interested carrier on this account. This claim, 
however, would have been filed within the stipulated time had 
we known the shipment had never arrived at destination. We did 
not know that consignee had never received this shipment until 
a year after the shipping date. Consignee ignored our collection 
letters and when he finally replied it was to the effect that he 
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had never received any goods from us. We immediately traced 
the shipment and agent at the point of origin reported that 
destination agent stated that the shipment checked short at 
destination and has not been received to date. In view of the 
fact that we had no knowledge that this shipment had never 
been delivered and that carrier’s agent acknowledged that this 
shipment checked short, it is our opinion that this claim should 
be entertained. Isn’t it the duty of the carriers, when shipment 
checks short at destination, to report same to us? 


Will you please give us your opinion regarding this matter 
and quote any Interstate Commerce decisions on same? 

Answer: The decisions of the courts in general hold that 
unless a claim or notice of claim is filed within the period of 
time specified in the bill of lading, namely, within six months 
after delivery or, in case of failure to deliver, within six months 
after a reasonable time for delivery has elapsed, no recovery 
can be had, the failure to file such claim or notice thereof being 
a legal defense to the carrier, and one which can not be waived. 

There are certain exceptions to this general statement. See, 
with respect thereto, our answer to “Missouri,” page 1298 of the 
May 8, 1926, Traffic World, under the caption, “Notice of Claim, 
Exceptions in Bill of Lading.” 

Whether or not the provisions of paragraph B of Section 2 
of the Uniform Bill of Lading Contract Terms and Conditions 
impose upon the shipper the duty of determining whether or not 
a shipment has been delivered at destination and if not, the 
further duty of filing a claim or notice of claim within the period 
of time prescribed in the bill of lading was the subject of the 
decision in Davis, Agent, vs. Oswald & Taube, 149 N. E. 861, 
and American Railway Express Co. vs. The Fashion Shop, 10 
Fed. (2d) 909. 

In the case first referred to it was held that the provision 
in the bill of lading, ‘‘Claims for loss, damage or injury to prop- 
erty, must be made in writing to the originating or delivering 
carrier within six months after delivery of the property * * * 
or in case of failure to make delivery, then within six months 
* * * after a reasonable time for delivery has elapsed,” will 
not defeat an action by a consignor who makes his claim and 
brings his action more than six months after delivery of the 
property to the carrier, where the consignor has no knowledge 
within six months of the failure of the carrier to make delivery 
and brings the action within six months after acquiring such 
knowledge. 

However, in the latter case it was held that a carrier, by 
failing to notify the consignor of the non-delivery of a shipment, 
had not waived the provision in the uniform express receipt 
relating to the time for making claim. While this case relates 
to the provisions of the express receipt the principle thereof is 
applicable to a shipment moving by freight. 

Routing and Misrouting—All-Rail vs. Rail-and-Water 

Pennsylvania.—Question: Some time ago we tendered the 
inland carrier at shipping point in Vermont a carload of shingles 
destined for Abilene, Texas. The shipment was tendered un- 
routed and the agent at point of origin routed it all rail, at a 
very much higher rate than that which would have applied had 
he shipped it rail and water. 

Our contention was that he should have ascertained from 
us which route we desired, in accordance with ruling No. 321, 

The carrier contends that No. 190 should cover and we are 
therefore submitting this mater to you, asking that you kindly 
give us your opinion. 

Answer: With respect to this question, see the decisions of 
the Interstate Commerce Commission in Traffic Bureau vs. Erie 
R. R. Co., 112 I. C. C. 59; Walter A. Zelnicker Supply Co. vs. 
Sugarland Ry. Co., 81 I. C. C. 189, and Schnule’s Pure Grape 
Juice Co. vs. Director General, 68 I. C. C. 485. In the latter 
case the Commission said: 

If a shipper desires his shipment to move via a water-and-rail 
route that is cheaper than the all-rail route, he must in delivering it 
to an initial carrier specify such routing, otherwise it is understood 
that the shipment is to move via an all-rail route. Hirsh vs. Erie 
R. R. Co., Docket 3773, unreported; Conference Ruling 190. When 
with certain exceptions, the initial carrier 
assumes the responsibility for the movement over the cheapest avail- 
able route unless the consignor gives directions to the contrary. Con- 
ference Ruling No. 214 (c); aT ee Implement & Manufacturing 
CSO Va in am. Bo Ce, OC. C, Iu: 

Liability of Carrier by Water for Goods Improperly Packed 

California.—Question: Kindly advise the latest ruling re- 
garding claims against carriers by water from Pacific Coast to 
Atlantic Coast points. The shipments in question were packed 
in accordance with the Consolidated Freight Classification, prior 
shipment of the same commodity, packed identically and moved 
via the same carrier and route, were delivered to consignee 
without breakage. Like shipments are moved by rail with a 
minimum amount of damage. The shipments moved in March 
and April of this year. The carriers contend that the following 
clause in their bill of lading exempts them from claims. 


The clause in part: 


Carriers shall not be liable as carrier or otherwise for loss or 
damage occasioned by breakage, or for any loss or damage arising 
from the nature of the goods or the insufficiency of the package. 


Although they have knowledge of the breakage and admit 
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In the Heart of New York State 


Broad Street Warehouse Corp’n 


Midway between New York and Buffalo on 
Main Line New York Central Lines. Also —_— 
connections with New York Barge Canal, West ge 
Shore R. R., Malone and Montreal R. R., Keser’ 
















Rome, Watertown and Ogdensburg R. R,, New POTSDAM 
York, Ontario and Western R. R. and 
Ee ee ef ete 
© y e 
and Auto Trucking to all principal Yq, cxtmae 
cities in state. WATERTOWN 


THE LARKIN TERMINAL 
WAREHOUSE 


—Renders all forms of warehouse service. 

—Stores automobiles and- general merchandise. 

—Distributes pool cars without carting charges and makes 
local deliveries. { 

—Issues negotiable and non-negotiable warehouse receipts. Ln enennernmmemnnrnns even vemnennernsne sore eneeenenanene ONAN Ls 

—Has lowest insurance rate in Buffalo. 

—Has storage-in-transit privileges. 

—Located on Erie and N. Y. C. R. R. 125 car spotting 
capacity. 

—Conducts only Bonded Warehouse in Buffalo. 


Western Distributing Warehouse at Peoria, III. 
For information and prices, write 


J. E. WILSON, Traffic Manager — 


LettKttt Co tne 


680 Seneca Street BUFFALO, N. Y. 
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Utica is the most natural and practi- 
cal point for Warehousing and Dis- 
tribution in Central New York. 























100,000 sq. ft. of fire-proof storage 
space. Private1ailroad sidings. Am- 
ple office space and desk room for manufacturers’ or 
shippers’ representatives. 













For Complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, Utica, N. Y. 



















United Fruit Company | | ROCHESTER, N. Y. 


General Offices, One Federal Street, Boston, Mass. 
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FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba GENERAL MERCHANDISE STORAGE 
JAMAICA ° COLOMBIA 
Kingston rtagena 
‘Port Antonio Fusrte Colombia Distribution 
CANAL ZONE cose® et The only modern Merchandise Warehouse fully 
Cristobal ALSO equipped and centrally located in the 
i f A 
PANAMA Porte of Guatemala City o Rochester 
Bocas del Toro Spanish Honduras 


Insurance rate 12 cents per $100.00. 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 












Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 






17 Battery Place................... New York, N. Y. flat Rochester rate with all steam roads. 

321 St. Charles Street.............. New Orleans, La. 
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Marquette WME. cos ckctesi cesesion Chicago, Ill. ochester 
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shipment was delivered in a damaged condition, they will not 
admit liability. ‘ 

Answer: One of the exceptions to the carriers’ common 
law liability arises in cases where the injuries are due to the 
improper packing of the goods by the shipper. Many decisions 
apparently hold without qualification that the full duty of the 
carrier is merely to carry goods in the condition in which tltey 
are offered, and that where goods tendered are insufficiently 
packed, the carrier is not liable for loss or injury due to*such 
defect, whether the defect in the packing is latent or not. 
Revilla Fish Products Co. vs. American Hawaiian S. S. Co. 
(Wash.), 137 Pac. 337. 

However, the foregoing view has not met with universal 
approval, and a number of decisions hold that the carrier, being 
entitled to reject defectively packed goods tendered for ship- 
ment, if it accepts for transportation goods which it knows are 
defectively packed, or which by the exercise of reasonable care, 
it could have observed were defectively packed, it assumes to 
carry the goods as they are, its common law liability as carrier 
attaches, and it is subject to all the liabilities usually attaching 
to an ordinary shipment of the same character. Mitchell vs. 
No. Pac. S. S. Co., 213 Pac. 293. But even where this view pre- 
vails, it cannot be said that a carrier must, at his peril, know 
that the goods are not in fact safely packed. The shipper 
usually knows better than the carrier the manner in which the 
goods have been packed and the manner in which they should 
be packed, and even though the carrier must have knowledge of 
some defect in the packing, still, if it is not apparent to the 
ordinary observation: of the carrier or his servants that the 
goods cannot be safely carried in the condition in which they 
are presented, the carrier should not be held to take the chance 
of injury from improper packing. Northwestern Marble, etc., 
Co. vs. Williams (Minn.), 151 N. W. 419. 

Whether or not the shipment in question was or was not 
improperly packed is a question for fact, upon the determination 
of which the carrier’s liability may rest. 

That portion of the clause quoted in your letter to the effect 
that the carrier will not be liable for loss or damage resulting 
from insufficiency of packing is merely declaratory of the law, 
so far as latent defects in the packing of shipments are con- 
cerned, under decisions of the courts which hold the carrier 
liable for the defective condition of the packing of the ship- 
ments, where patent. : 


Perishables—Refrigeration or Heater Car Service on L. C. L. 
Shipments 


Kentucky.—Question: Will you please advise if there has 
ever been a decision rendered with reference to carriers being 
responsible for L. C. L. shipment freezing in transit. We are 
large shippers of salad dressing and table sauces and have had 
some to freeze in transit. The railroads stamp bills of lading, 
“Taken at Owner’s risk of freezing,” but we contend that a nota- 
tion of this kind is not legal and furthermore that if the carrier 
accepts the shipment from us, that they are‘responsible for the 
shipment while in their. possession. 

If there has been any decision rendered, will you be kind 
enough to publish same. 

Answer: As to the duty of a carrier to provide a protective 
service for L. C. L. shipments of perishable goods, we refer you 
to the Commission’s opinions in Longo Fruit Co. vs. Illinois 
Traction System, 38 I. C._C. 487, and Albee vs. B. & M. R. R. Co., 


22 I. C..C. 303. In the first case.the-Commission on page 389 
said: 


Section 1 of the act to regulate commerce requires carriers to 
furnish refrigerator cars upon reasonable request therefor and the 
main question presented is whether or not complainants’ request for 
refrigerator or heated cars for transportation of their less-than-car- 
load shipments is reasonable. In Lake-and-Rail Butter and Egg Rates, 
29 I. C. C. 45, we held the determining factor to be whether or not 
the tonnage offered was sufficient to render the request reasonable. 
Both this Commission and the courts have held that carriers have 
the right to make reasonable and appropriate rules respecting the 
acceptance and transportation of traffic. 

Complainants’ tonnage does not appear to be sufficient to warrant 
refrigerator or heated car service, and we find nothing unlawful or 
unreasonable in the notation placed on bills of lading exempting de- 
fendants from damage caused by freezing. 


See also in this connection, Rule 31, Section 3 of Consoli- 
dated Classification No. 4, which provides that less-than-carload, 
any quantity ratings applicable on fruit requiring protection 
against heat or cold do not obligate the carrier to provide re- 
frigeration or refrigerator or lined cars, heated or heater cars or 
cars otherwise specifically equipped for such protection, except 
under the conditions which the carriers’ tariffs provide. 

Whether or not, in a given instance, the shipper is entitled 
to refrigeration or heater car service for less-than-carload ship- 
ments of perishable goods is dependent upon whether or not this 
service is held out under the carriers’ tariffs, and if not, whether 
or not he is entitled to demand that the service be established 
under proper tariff authority is a matter within the discretion 
of the carrier, subject to review by the Commission. The estab- 
lishment of the service will depend upon whether or not the 


traffic is sufficient to warrant the carrier in furnishing the 
service. 
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Reparation—Application of Rule 3 (q) of Commission’s Rules of 
Practice 
Kentucky.—Question: 

the following: 

There are no joint through rates from A to B and charges 
have to be based on combination of locals. In quoting the rate 
the railroad made a mistake, but the error was not discovered 
until shipments were being made, resulting in quite a loss to the 
consignor. 

A formal complaint has been filed by parties at destination 
attacking one factor of the combination rate under section one. 
As the decision of the Commission will probably not be handed 
down until the statute of limitations has run against these ship- 
ments, should the consignor file with the Commission notice that 
he is going to ask for reparation in case of a favorable decision, 
and request that the matter be given an informal complaint 
number? Would this have the effect of preventing the statute of 
limitations from outlawing the claim? 

It is not my understanding that anything would be gained 
by suing the railroad for damages in a case of this nature. 

Answer: See, with respect to this question, Rule 3 (s) of 
the Commission’s Rules of Practice, which reads: 


I would greatly appreciate advice on 


Except under unusual circumstances, and for good cause shown, 
reparation will not be awarded upon a complaint in which it is not 
specifically prayed for, or upon a new complaint by or for the same 
ny which is based upon any finding in the original proceed- 
ng. 


In Kanawha Black Band Coal Co. vs. K. C. Ry. Co., 98 I. C. 
C. 431, 432; Nelson Fuel Co. vs. C. & O. Ry. Co., 96 I. C. C. 124, 
130, and Andersch Bros. vs. C. N. W., 46 I. C. C. 403, this pro- 
vision of Rule 3 and the Commission’s Conference Ruling 206, 
which preceded the incorporation of this provision in the Com- 
mission’s Rule of Practice, was applied by the Commission. 

If possible, at this time, a petition of intervention in the 
case referred to should be filed. 

With respect to the matter of damages for the misquotation 
of a rate see our answer to “Arkansas,” on page 122 of the Jan- 
uary 9, 1926, Traffic World, under the caption “Misquotation of 
Rate.” 

Storage Charges—Conversion of Shipment by Carrier 

Ohio.—Question: Will you kindly advise us the responsi- 
bility of the delivering carrier and also the shipper in the fol- 
lowing circumstances? 

Shipment from Cleveland, Ohio, to consignee C. I. Plumb. 


- Shipment arrived at destination under date of December 12, 


1925. Delivered under date mentioned to the authorized dray- 
man of C. A. Plumb. 

Claim was filed with the railroad company for conversion of 
shipment, account wrongful delivery. Upon investigation of 
claim it developed there is no C. I. Plumb at the destination, al- 
though written orders and credit information were secured there 
on C. I. Plumb. 

After a considerable amount of investigation the delivering 
carrier repossessed the shipment from C. A. Plumb and now de- 
mands from us as shippers disposal orders for shipment, stating 
that storage will be assessed from the time shipment has been 
on hand unclaimed; they report shipment unclaimed as of De- 
cember 12, 1925, the date shipment actually was delivered to 
C. A. Plumb’s authorized drayman. R 

It is our contention that, although C. I. Plumb is a non-ex- 
istent person the railroad company is responsible for conver- 
sion of this shipment, or wrongful delivery. They contend, in 
view of the fact that C. I. Plumb is non-existent, we are placed 
in the same position by their reporting shipment on hand un- 
claimed now as we would have been last December had they not 
made delivery to C. A. Plumb, overlooking the fact, of course, 
that about eight months’ time has elapsed since the shipment 
should have been reported on hgnd unclaimed, and actual report 
of being on hand unclaimed now. 


Shipment was delivered at date of arrival to the authorized 
drayman of C. A. Plumb—this shows that the railroad company 
did not use ordinary diligence in determining the correct owner 
of shipment. They had no authority to deliver shipment to C. A. 
Plumb, the original bill of lading was not surrendered, nor did 
C. A. Plumb prove ownership. 

Can you cite us any cases of a similar nature, or advise us 
the responsibility of the railroad company and our company as 
shippers in this matter? 

Answer: The duty of the carrier is not merely to convey 
safely the goods intrusted to it, but also to deliver them to the 
party designated by the terms of the shipment, or to his order, 
at the place of destination. This duty to deliver to the proper 
person is absolute. If the carrier delivers goods to a person not 
entitled to receive them it is liable to the person who is entitled 
to them for conversion (Forbes vs. Boston, etc., R. Co., 133 Mass. 
154; Libby vs. Ingalls, 124 Mass. 503; Claflin vs. Boston, etc., R. 
Co., 7 Allen 341; Harrison Granite Co. vs. Penna. R. Co. (Mich.) 
108 N. W. 1081; Merchants Bank vs. Union, etc., R. Co., 69 N. Y. 
373; McEntee vs. New Jersey Steamboat Co., 148 N. Y. S. 544; 
Security Trust Co. vs. Wells, 80 N. Y. S. 830; Payne vs. Card, 
275 Fed. 26; Pittman vs. St. Worth Warehouse & Storage Co. 
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Ship ey ' Water ey 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 


Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 

Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 

Moore and Water Streets, New York, Telephone Bowling Green 7304 
Baltimore, i Pittsbur " 
ie neade”© “Re iced 
And at our Branch Offices at ports of call, etc. 


TRANSMARINE LINES | 


Gulf Service 


VIA 


BEAUMONT, TEXAS 


SERVING 


THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 






Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducements offers 


> Claims 
DIRECT loading CAR to SHIP eliminates | Delays 
Lighterage 


Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 
General Agencies: 


Beaumont, Baffalo, Chic Clevela Dallas, Fort W: Les A 
The Pomel Penbadk Vor Hove io heath 


5 Hedin’ St., ‘New ¥ York City 
Tele phone Rector 0020 


Garland Steamship 

















Corporation 


Los Angeles Harbor, San Francisco, 


Oakland, Seattle, Tacoma, 
Gray’s Harbor 


STEAMER Philadelphia New York | Baltimore [Newport News| Norfolk 





WILLIAM PERKINS . .| Sept. 11 | Sept. 21 | Sept. 25| Sept. 27 | Sept. 28 
JAMES B. DUKE. ...| Sept.30 | Oct. 9 | Oct.13| Oct.14 | Oct. 15 
EDGAR BOWLING ...| Oct. 16 | Oct. 26 | Oct.30| Nov. 1 | Nov. 2 
WILLIAM CAMPION. .| Nov. 1 | Nov. 11 | Nov. 15| Nov. 16 | Nov. 17 
ALBERT JEFFRESS. ..| Nov. 16 | Nov. 27 | Dec. 1| Dec. 2 | Dec. 3 
GEORGE ALLEN..... ‘ Dec. 11 










For Rates and other information, apply to 


GARLAND STEAMSHIP CORPORATION 


IG IIE: METI, a visitoid wise le 215 :014-e0 a plepeiele eorpotas sit 25 Broadway 
Philadelphia, Pa. ... 2.0.0... c lee cece eee Bourse Building 
Baltimore, Md. ....................-. American Building 
Norfolk, Va................. Seaboard Nat. Bank Building 
Pittsburgits Pes. in. s5.ccecsces Henry W. Oliver Building 
Ede Angélee, Cade. oii. 0... cs te epic sive’ Central Building 
San Francisco, Cal. ................... Newhall Building 
OOTEND, WAG inieine sivcene vale eeinciewe oseet Central Building 



























SAILING EVERY SECOND SATURDAY 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Tia bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 


tg aha & HOYT, INC., Pacific Coast at Aguas 
430 Sansome Stree rancisco, Calif 











. H. emmantage— iat en Western Agent 
106 Ew OR piney Buildi St. Louis, Mo. 


diemtat 4 Commeonetet Agent 
715 Straus Bide 310 10 South Michigan Ave. Chicago, Illinois 
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258 S. W. 1105), rendering it immediately liable, regardless of a 
subsequent destruction of the goods by act of God, and irréspec- 
tive of its good faith in making the delivery. No question of care 
arises, for in such case the carrier acts at its peril and is liable 
regardless of negligence. .Nor is it material to the carrier’s lia- 
bility that it was entitled to retain the goods until the freight 
was paid. % 

It seems to be well settled that trover for a conversion may 
be maintained, in case of an unlawful taking or exercise of do- 
minion over the chattels of the plaintiff, though the property may 
have been returned to the plaintiff and accepted by him prior to 
the institution of the action, or though he may have re-acquired 
possession by purchase from a third person, or by means of an 
action of replevin. 

A fortiori, after a person has been guilty of a conversion, he 
cannot escape liability therefor by a subsequent offer to return 
the property, which is not accepted. 

Where the property has been returned and accepted by the 
plaintiff, the fact is to be considered in mitigation of the dam- 
ages recoverable for the conversion, and in some instances it 
has been held that the court had power to permit the defendant* 
to return the chattel in mitigation of damages. 

As above stated it has been held that a court has power to 
permit a defendant to return a chattel in mitigation of damages. 
There are cases, in fact quite a number of cases, which so hold, 
but to the contrary there are a number of cases which hold that 
where wrongful conversion of property is complete the owner 
acquires a vested right to recover its value from the person 
guilty of the conversion; and the latter can not, without the 
owner’s consent, return the property converted, either to defeat 
the owner’s action or to mitigate damages. 

The following statement from the decision in Carpenter vs. 
American Building & Loan Association, 56 N. W. 95, reviews the 
law upon this subject: 


It is well settled, as a general proposition, that when an actual 
conversion of chattels has taken place the owner is under no 
obligation to receive them back, when tendered by the wrongdoers. 
6 Bae Abe 677; 9 Bac Abe 559; 4 Am. & Eng. Enc. Law, 125 and cases 
cited. The right of action is complete and perfect when the con- 
version takes place, and the object of the action is to recover dam- 
ages, not to regain possession of the thing itself. Even if the goods 
be returned by the wrongdoer, and are accepted by the owner, after 
the action is brought, damages, nominal or actual, may be recovered. 
There is a class of cases when, in trespass or trover, the defend- 
ant may mitigate the damages by a timely and proper return of the 
property. The rules which govern in such cases seem to be that 
where the wrong lacks the element of willfulness—has been com- 
mitted in good faith—the court, in its discretion, may order a return, 
upon timely application by the defendant, accompanied by an offer 
to pay all costs, and a showing that no real injury will have been 
suffered by the plaintiff when possession: is restored. The right of 
action is not defeated by the order of the court, but damages are 
mitigated. The subject and the authorities are fully reviewed in 
Hart vs. Skinner, 16 Vt. 138. See also Reynolds vs. Shuler, 5 Conn. 
323, and Churchill vs. Welsh, 47 Wis. 39, 1 N. W. 398. 


While it may be somewhat far fetched to say that a ship- 
ment which has been delivered to the wrong party is an un- 
claimed shipment within the meaning of Rule 4 of the Uniform 
Storage Rules, which requires that notice be given the con- 
signor of a refused or unclaimed shipment, yet it can not be said 
that the shipment has been claimed by the party to whom it was 
consigned. 


It, therefore, seemg proper to apply the provisions of this 
rule, together with the provisions of Section C-4 of Rule 7 of 
Uniform Storage Rules to the instant case, in the event you 
accept the goods from the carrier. 


Under the provisions of the latter rule in case of failure by 
the carrier to send or give notice to the consignor in accordance 
with the provisions of Rule 2, Section B, no storage charges may 
be assessed against the consignor between the date on which 
the notice should have been sent or given and the date on which 
it was actually sent or given, which latter date may, we believe, 
be considered as the date you were asked by the carrier ta give 
disposition instruetions for the shipment following its repos- 
session from the party to whom it was wrongfully delivered. 
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Personal Notes | 


J. E. Cushing, traffie manager of the American Hawaiian 
Steamship Company, has been elected vice-president of the 
company. 

. Alvin Roehr has been made general agent at Cipeinnatj of 
the Illinois Traction System. H. W. Stigler has heen made gen- 
eral agent at Memphis. L. Poole has been appointed general 
agent at Birmingham, and E. R. Horton, general agent, at Dalias:. 

C, H, Markham, president of the Hiinois Central, hag beem 
elected to the newly created position of chairman of the board 
ef directors. An announcement gays ill health on the. part of 
Mr. Markham has caused the relinquishing of the. more sirenu- 
ous duties of the presideney. L. A. Downs, psesident of the Cen- 
tral of Georgia, wihh become president of to. lilingia Central, and 
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J. J. Pelley, operating vice-president of the Illinois Central, will 
become president of the Central of Georgia. The changes are 
effective September 15. 

W. J. Smith, formerly assistant manager of the Chicago 
Office of the United States Shipping Board Fleet Corporation, has 
been made general agent of Swayne and Hoyt, Inc., shipowners 
and agents, San Francisco. Mr. Smith will remain at Chicago. 

John McNally has been appointed commercial agent of the 
Toledo, Peoria and Western at Detroit. C. R. Barnewolt has 
been made assistant general freight agent at Peoria. John C. 
Fry has been made general agent at Keokuk, Iowa. 

C. A. Maull has been appointed assistant general freight 
agent for the Atlantic Coast Line at Jacksonville, Fla. 

G. W. Zipperer has been made general freight and passenger 
agent of the Apalachicola Northern at Port St. Joe, Fla. 

C. R. Fryar has been appointed freight traffic agent of the 
Nashville, Chattanooga & St. Louis at Chattanooga. 

F. W. Shappert, traffic manager of the C. N. S. & M., has 
been promoted to general traffic manager. L. E. Buttler has been 
made assistant general traffic manager. Roy Thompson, general 
agent, Chicago, has been promoted to traffic manager. HE. F. 
Weber, traffic agent, Chicago, has been promoted to general 
freight agent. C. H. Schildgen, traffic agent, Chicago, has been 
promoted to assistant general freight agent. E. S. Stevens has 
been made freight traffic representative. Gorman Bennett, gen- 
eral agent, Milwaukee, has been promoted to assistant general 
freight agent, Milwaukee. F. J. Burkard has been made district 
freight agent, Milwaukee. 


DOINGS OF THE TRAFFIC CLUBS 


The Pacific Traffic Association’s annual picnic was attended 
by over 500 members and guests August 29. 





The Traffic Club of Memphis has ratified the resolutions, re- 
ports, and the slogan adopted by the Associated Traffic Clubs of 
America at the Dallas meeting. 





The Traffic Club of Minneapolis will hold its fourteenth an- 
nual banquet November 18. 





The Southern Traffic League held a meeting at Chattanooga, 
September 9, and its members were guests of the Chattanooga 
Traffic Club at dinner. 





The Traffic and Transportation Club of Pittsburgh held the 
first meeting of the fall season September 10, at the High Noon 
Club. The club has elected the following officers: President, 
J. J. Reilly, the Canadian National; vice-president, E. J. Siemon, 
the Pittsburgh Steel Company; recording secretary, T. Byers, 
D. & H. Company; financial secretary, J. A. Hines, B. R. & P. 
Executive committee: F. J. Ryan, chairman; W. J. Brown, J. E. 


Devlin, H. A. Dietz, H. L. Geyer, J. H. Grounds, D. O. Moore, and 
M. J. Richards. 





The Traffic Club of Newark will hold its annual outing at 
Mazdabrook Farm, Parsipany, N. J., September 16. The club will 
hold its next meeting September 13. 





The Junior Traffic Club of Chicago will hold its next meet- 
ing October 7. 





The Traffic Club of St. Louis will have a luncheon and meet- 
ing September 13, when it will have as its guests the C. & E. 1. 
“Flyer Band.” 





The Transportation Club of Louisville will hold a luncheon 
September 17 at the Kentucky Hotel. The club is sponsoring 
a “Transportation Day” at the State Fair September 17. The 
speaker at the luncheon will be Frederick M. Sackett. 





The Richmond Traffic Club will hold a meeting September 
13. Mason Mangum, managing director of the Chamber of Com- 


— will speak on “Transportation Problems of the United 
tates.” 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. E. J. Stubbs, Pres.; 
K. K. Bradley, Secy. and Treas. 
’ Akron (O.) Traffic Club. H. W. Young, Pres.; H. L. Sove 
cool, Secy. 
bany, N. Y.—Capital District Traffic Association. D. G. 
Kibbey, Pres.; C. L. Ferguson, Secy. 
Atlanta—Traffic Club of Atlanta. J. A. Streyer, Pres.; F. B. 
Porter, Secy.-Treas. 
Baltimore—Traffiic Club of Baltimore. C. N. Eckhardt, 
Pres;. C. C. Kailer, Secy. 
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WE OFFER 
Warehouse Space and Offices to Lease 


CLEAN, AIRY, WELL-LIGHTED FLOORS 
Stocks carried for local and out-of-town concerns 
Pool cars distributed 
Rail shipments anywhere without cartage expense 
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CHICAGO’S BIG DOWNTOWN WAREHOUSE, 


‘At the edge of the Loop” 


INSURANCE 17.7c PER $100 PER YEAR NEGOTIABLE RECEIPTS 


WESTERN WAREHOUSING COMPANY 


MERCHANDISE WAREHOUSES—POLK STREET TERMINAL, PENNSYLVANIA SYSTEM 
TELEPHONE STATE 3878 321 W. Polk St., Chicago E. H. HAGEL, Superintendent 





WHEN SHIPPING TO THE SOUTH 
SHIP TO THE 


Federal Compress & Warehouse Co. 
MEMPHIS, TENN. 


SPECIALIST IN 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Concrete Sprinklered Warehouses Low Insurance 
















Operate Own Motor Fleet and Switch Engine. Served by Ten Railroads and Federal Barge Line 


WE SERVE TO SATISFY 





OFFICES: 1001 FALLS BUILDING 





Members A. W. A. P. O. BOX 1025 
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Battle Creek (Mich.) Traffic Club. 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. J. D. 
Healy, Pres.; C. J. Thompson, Secy. 

Boston, Mass.—The ‘Association of Railway and Steamboat 
Agents of Boston. C. C. Dasey, Pres.; W. M. Macomber, Secy.- 
Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
W. D. Buckley, Pres.; W. H. Connell, Secy.-Treas. 

Buffalo Transportation Club. W. D. Sanderson, Pres.; O. J. 
Farron, Secy.-Treas. 

Canton (O.) Traffic Club. W. A. Baum, Pres.; L. D. Ellis, 
Secy. 

Charlotte (N. C.) Traffic Club. C. D. Turner, Pres. 

Chattanooga Traffic and Transportation Club. J. L. Griffith, 
Pres.; B. R. Shepherd, Secy.-Treas. 

Chicago Traffic Club. Murray N. Billings, Pres.; H. E. Mac- 
Niven, Secy. 

Chicago, Junior Traffic Club of. 
Paulen, Secy. 

Cincinnati Traffic Club. R. L. Galleher, Pres.; G. W. Doll, 


E. C. Nettels, Pres.; 





W. K. Jones, Pres.; J. E. 


Secy. 
Clarksburg (W. Va.) Traffic Club. 
L. M. Murphy, Secy.-Treas. 

Cleveland Traffic Club. J. W. Montigney, Pres.; W. A. Ray, 
Secy. 

‘chines, O., Transportation Club. C. O. Ruggles, Pres.; 
C. H. Brown, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. A. H. Finlay, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. J. M. Allen, Pres.; A. J. Stone, Secy.- 
Treas. 

Davenport, Ia.—Tri-City Traffic Club. G. J. Nielsen, Pres.; 
A. J. Christiansen, Secy.-Treas. 


Decatur (Ill.) Transportation Club. M. M. Cooper, Pres.; 
HHarry Howenstein, Secy. 

Des Moines Transportation Club. E. M. Wentworth, Pres.; 
B. R. Harris, Secy.-Treas. 

Denver Traffic Club. C. E. Moore, Pres.; 
Secy. and Treas. 

Denver Commercial Traffic Club. J. W. Day, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Traffic Club. A. T. Waterfall, Pres.; G. W. Musson, 
Secy. 

Detroit, Mich. Motor-City Traffic Club. C. G. Sedan, Pres.; 
F. A. Salter, Secy. 

Elmira (N. Y.) Traffic Club. C. FT Bagley, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. F. H. Evers, Pres.; 
Secy.-Treas. 

Erie Traffic Club. E. S. Manchester, Pres.; M. W. Eismann, 
Secy. 

Evansville (Ind.) Transportation Club. W. H. Orr, Pres.; 
H. K. Rogers, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. V. W. Davies, 
Pres.; C. E. Drew, Secy. 

Fort Worth Traffic Club. E. E. Wyatt, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. D. E. Carrier, 
Pres.; C. P. Rennacker, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.: F. F. Pepperdine, Secy. 

Grand Rapids Transportation Club. W. A. Napper, Pres.; 
P. Ward, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. W. T. Keith, Pres.; A. R. Canfield, 
Secy. 
Indianapolis—The Traffic Club of Indianapolis. F. C. Bal- 
dridge, Pres.; H. L. Smith, Secy. 

Jackson (Mich.) Transportation Club. J. E. Manley, Pres.; 
W. A. Kern, Secy. 

Jamestown (N. Y.) Traffic Club. W. H. Swanson, Pres.; 
O. M. Odell, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 


Jersey City Traffic Club. R. J. Reilly, Pres.; J. J. Cul- 
lington, Secy. 

Joplin (Mo.) Traffic Club. T. B. Martin, Pres.; J. J. Haru- 
tun, Secy.-Treas. 

Kalamazoo Traffic Club. G. J. Bolender, Pres.; C. H. Wins- 
low, Secy. 

Kansas City Traffic Club. Fred Sobotta, Pres.; A. A. Lut- 
trell, Secy.-Treas. 


Knoxville (Tenn.) Traffic Club. E. F. Stone, Pres.; H. C. 
Schettler, Secy.-Treas. 


C. A. Saylor, Pres.; 


L. M. Pexton, 


F. L. Woods, 
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Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. D. 
Mummert, Chairman; A. J. Kohler, Secy. 
Lansing (Mich.) Traffic Club. C. V. Colvin, Pres.; C. B. 


Teft, Secy. 

Lincoln (Neb.) Traffic Cllub. R. W. McGinnis, Pres.; E. L. 
Jones, Secy. 

Little Rock (Ark.) Traffic Club. W. O. R. Hannan, Pres.; 
J. Meaders, Secy.-Treas. 

Los Angeles Transportation Club. J. E. Light, Pres.; 
A. T. Smith, Secy.-Treas. 

Los Angeles Women’s Traffic Club. Emma A. Kentz, Pres.; 
Myrtle Cranch, Secy.-Treas. 

Louisville Transportation Club. W. H. Cloud, Pres.; W. T. 
Vandenburg, Secy. 

Madison, (Wis.) Traffic Club. 
Cavanaugh, Secy.-Treas. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (0.) Traffic Club. S. D. Ross, Pres.; L. R. Johnson, 
Secy. and Treas. 
Memphis Traffic Club. Jack Harris, Pres.; H. H.. Schutt, 
Secy. 

Milwaukee Traffic Club. J. E. Kraseman, 
Manske, Secy. and Treas. 

Minneapolis Traffic Club. 
Sanford, Secy. 

Minneapolis Junior Traffic Club. C. E. Belanger, Pres.; 
A. A. Luedke, Secy. 

Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

Mobile Traffic and Transportation Club. W. E. Kennedy, 
Pres.; T. C. Schley, Secy. ‘ 

Montreal, Can., Traffic Club of; J. K. Smith, Pres.; F. T. 
Parker, Secy.-Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 
‘ Newark Traffic Club. W. A. Miller, Pres.; R. W. Tims, 
ecy. 

New England Traffic Club, Boston. 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. J. M. Cousins, Pres.; W. G. 
Yung, Secy. 
. New York Traffic Club. W. S. Cowie, Pres.; C. A. Swope, 
ecy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Junior Traffic Club. L. B. Dunn, Pres.; I. P. 
Friedlander, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. B. C. Prince, 
Pres.; W. C. Scott, Secy. 

Oklahoma City Traffic Club. W. A. Springall, Pres.; H. B. 
Krarup, Secy.-Treas. 

Omaha Traffic Club. B. J. DeGroodt, Pres.; M. V. C. McCor- 
mack, Secy. and Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. EB. Cox, 
Secy.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. L. 
Reinschmidt. Pres.; P. W. Reed, Secy. 

Peoria Transportation Club. J. Younge, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. James Potter, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 
, Pittsburgh Traffic Club. D. L. Wells, Pres.; A. H. Orr, Secy. 
ecy. 

Pittsburgh, The Traffic and Transportation Association of. 
J. J. Reilly, Pres.; Thos. Byers, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; F. W. Dunkel, Secy. 

Portland (Ore.) Industrial Traffic Club. W. F. Holtbuer, 
Pres.; L. L. Brosy, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. H. Hanley, Chairman; EB. C. Southwick, Secy. 

* Richmond (Va.) Traffic Club. J. F. Ryland, Pres.; W. B. 

Leigh, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. W. A. Bow, Pres.; D. Mac 
Donald, Secy.-Treas. 

St. Louis Traffic Club. H. J. Dentzman, Pres.;. S. E. Wilson, 
Secy. 


S. L. Foote, Pres.; R. H. 


Pres.; Ervin 


C. T. Vandenover, Pres.; L. L. 


G. O. Sheldon, Pres.; 
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St. Louis, Junior Traffic Club of. 
J. R. Staley, Secy. 

St. Paul Transportation Club. Herman Mueller, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. G. H. Doyle, Pres.; Chas. 
Wynne, Secy.-Treas. _ 

San Francisco Transportation Club. Frank G. Cole, Pres.; 
W. J. Martin dale, Secy. 

San Francisco-Pacific Traffic Association. 
Pres.; D. A. McPherson, Secy. 

San Francisco Women’s Traffic Club. Marie V. Furst, Pres.; 
A. M. Dinneen, Secy. 

San Diego (Calif.) Traffic Club. G. A. Cookson, Pres.; W. M. 
Krames, Secy. 

Savannah Traffic Club. R. B. Young, Pres.; W. R. Alexander, 
Secy.-Treas. 

Seattle Transportation Club. H. L. Sisler, G. L. 
Leonard, secy.-Treas. 

Shreveport (La.) Traffic Club. J. H. Macbeths, Pres.; D. R. 
McWilliams, Secy. 

Sioux City Traffic Club. A. F. Johnson, Pres.; J. C. Winter, 
Secy.-Treas 

South Bend (Ind.) Traffic Club. Grant Clapperton, Pres.; 
G. W. Orewiler, Secy.-Treas. 

Springfield (Mass.) Traffic Club. E. F. Smallwood, Pres.; 
B, A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. Vv. 2. 
Greene, Secy.-Treas. 

Syracuse Traffic Club. C. A. Thornton, Pres.; F. M. Varah, 
Secy. 

Tacoma Traffic Club. E. R. Cronkite, Pres.; T. I. McGrath, 
Secy. 

Toledo Transportation Club. C. W. Dennison, Pres.; W. J. 
Chisholm, Secy. 

Toronto, Can.—The Transportation Club of Toronto. W. R. 
Ingram, Pres.; W. J. Hotrum, Secy. 

Trenton (N. J.) Traffic Club. H. W. Trimmer, Pres.; G. E. 
Mace, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. W. W. Stumph, Pres.; 
BH. C. Kitching, Secy. 

Tusccarawas County (Ohio) Traffic Club. 
Pres.; A. T. Fisher, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. ™ 

Utica (N. Y.) Traffic Club. B. J. Scholl, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy,- 
Treas. 

Washington Traffic Club. S. R. Bowen, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. G. A. Blackford, Pres.; 
E. C. Jepson, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. C. M. Morrison, Pres.; K. C. Park- 
hurst, Secy. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. W.S. Taylor, Pres.; 
Ernest Opitz, Secy. 

York (Pa.) Traffic Club. Edward Kleffman, Pres.; B. N. 
Gingerich, Secy. 

Youngstown (Ohio) Traffic Club. 
P. B. Wait, Secy.-Treas. 


WESTERN CLASS RATES 


Agreement on the part of the western trunk lines’ com- 
mittee and the shippers’ steering committee on the point that 
they should have from sixty to ninety days more in which to 
accomplish some satisfactory readjustment of western class 
rates before the Commission should take any action with regard 
to consolidating or reopening any of the cases cited in its cir- 
cular announcing the Chicago conference, was indicated at the 
conference, September 10, at the La Salle Hotel, Chicago. 


W. P. Hughes, speaking for the subcommittee of counsel 
of the western trunk lines, said there were a number of rea- 
sons for the conferences that had taken place with the shippers’ 
steering committee. Among them not the least was the Com- 
mission’s repeated condemnation of the class rates in Western 
Trunk Line territory and that the suggestion was made in the 
argument of the Indiana cases two years ago that an attempt 
be made by conference to reach some harmonious adjustment 
as to the class rates. He said that, pending the readjustment 
being worked out—and he pointed out that a great deal of 
progress had been made in the conferences and that there would 
be only a few points, perhaps, on which agreement might not 
be reached—it would be impractical to consider cases the Com- 
mission has on file but has not-yet heard, for the reason that 


J. R. Spitznagel, Pres.; 


Frederic Morgan, 


Pres.; 


E. L. Cardle, Pres.; 


F. H. Tierney, 


C. P. Fairbanks, Pres.: 





THE TRAFFIC WORLD 





Vol. XXXVIII, No. 11 


they involve the present rate structure and, when an agreement 
was reached, would prove useless. He said he thought sixty 
days would give the conferring parties time enough to know 
whether or not they could reach a further agreement. 

Examiner Wagner, in charge of the conference with W. V. 
Hardie, director of traffic for the Commission, asked what would 
happen after sixty days. What would be the next move? Mr. 
Hughes said he was unable to say at this time. Mr. Hardie 
said he wished to raise a question that need not be answered 
at the moment, but should be considered, and that was whether 
or not the meeting was to consider what procedure should be 
followed in dealing with class rates in case the conferences 
between the shippers and carriers did not bring about an agree- 
ment. 

J. P. Haynes, chairman of the shippers’ steering committee, 
briefly outlined the history of this body, its appointment two 
years ago at a general meeting of shippers, and the number 
of meetings with the carriers since that time. He said a great 
deal of progress had been made and he expected more would 
be made. He thought that at least sixty more days should be 
allowed the conferring parties before the Commission began 
any action; and, he added, the shippers’ steering committee 
would need about thirty days more to circularize the shippers 
who attended the meeting two years ago in order to call them 
together to lay before them the results of the committee’s work. 
He said his statement represented the majority of the com- 
mittee, consisting of between twenty-five and thirty members, 
but that there were about four members who were not in ac- 
cord with the statement. 

H. F. Sundberg, a member of the steering committee and 
president of the Iowa Traffic League, said he was one of the 
members not in accord with Mr. Haynes’ statement and that 
he desired to present a resolution adopted by the Iowa Traffic 
League. The resolution follows: 


The Iowa Traffic League is a voluntary organization of the traffic 
representatives of the large majority of Iowa shippers and exists 
for the purpose of protecting and promoting the transportation inter- 
ests of its principals and of the State of Iowa. 

At a regularly called meeting of its members on September 9, 
1926, careful and thoughtful consideration was given to the impending 
conference called by the Interstate Commerce Commission and to the 
—— assigned for discussion at that conference on September 
10, 1926. 

It was the unanimous opinion of the Iowa Traffic League that: 

(a) All of the formal proceedings involving class rates, as listed 
in Appendix A to the Commission’s conference call of August 12, 
1926, should be consolidated and, joined therewith, the following 
cases, in so far as same involve class rates, should be reopened and 
reconsidered on this same record: Docket 11388, 66 I. C. C. 512, and 
88 I. Cc. C. 709 (Indiana-Twin City case); Docket 13671, 88 I. Cc. C. 
728 (Indiana-Missouri River case); Docket 13839, 98 I. C. C. 691 (Fargo 
case); I. & S. 2507, 107 I. C. C. 256 (Burlington Group-Fargo adjust- 
ment); Docket 12709, 85 I. C. C. 502 (Grand Island case); Docket 14018, 
101 I. C. GC. 427 CWatertown case); Docket 14743, 101 I. C. C. 441 
(Watertown case); Docket 15200, 96 I. C. C. 786 (Casper case); I. & S. 
2247, 100 I. C. C. 274 (Missouri Class Rates). 

(b) The scope of the proceedings should be broadened to include 
all class rates, both state and interstate, in Western Trunk Line 
Territory to the end that there shall be concurrent consideration 
by both the interstate and state commissions that will result in the 
establishment of both state and interstate rates in all states and 
between all states at one and the same time. 

(c) There is no apparent need for a general investigation of 
commodity rates and that if the adjustment of rates on any individual 
commodity be now involved or may be subsequently involved in com- 
plaints pending before the Interstate Commerce Commission, such 
adjustment should be considered on a record separate and apart from 
the class rate investigation and separate and apart from investiga- 
tions involving other commodities. 

We do believe that on the record made in the class rate investi- 
gation now pending, consideration should be accorded to such requests 
as may be made for the establishment of commodity rates on items 
now moving on class rates and as to which it may be shown that 
conditions do not warrant the application of the revised class rates. 

The Iowa Traffic League is also in full accord with the Commis- 
sion’s suggested formula in Appendix B to its conference call of 
August 12, 1926, for development of facts pertaining to the traffic 
involved, and we respectfully submit the further suggestion that 
Paragraph (1) of Section 3 data be developed from a study of the 


smaller as well as the large terminals and that the facts for each 
be shown separately. 


_ Digest of New Complaints | 


No. 18376. Sub. No. 1. American Paint & Supply Co., Dallas, Tex., 
vs. New York Central et al. 


Rates in violation of section 1 and 6 of the act, on ound talc 

from Hailesboro, N. Y., to Dallas, Tex. Asks reparation. 

No. 18431. Sub. 1. Warren Foundry and Pipe Co., Phillipsburgh, 
.N. J., vs. New Haven et al. 

Unlawful rates and charges on cast iron pipe and fittings from 
complainant’s Phillipsburgh plant to destinations in all the states 
east of the Mississippi River. Asks rates for the future and 
reparation. 

No. 18549, Sub. No. 1. 
B. & Q. et al. 

Unreasonable rate on coal from Christopher, Ill., to Britton, S. 
D. Asks rate for future and reparation. 

No. 16945, Sub. No. 2. Bismarck Association of Commerce et al, Bis- 
marck, N. D., vs. Ahnapee & Western et al. 
Rates in violation of Sections 1, 2, 3 and 13 of the act, on vari- 


Old Ben Coal Corporation, Chicago, Ill., vs. C. 
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ous commodities between various interstate points and North 

Dakota jobbing and manufacturing centers. Asks rates for future. 

No. 18628. Chicago Mica Co. et al., Chicago, lll., vs. Chicago and 
Eastern Illinois et al. 

Rates in violation of section 1 of the act, on denatured alcohol, 
in drums, from Harvey and New Orleans, La., to Valparaiso, 
Ind. Asks reparation. 

No. 18624. Wisconsin Potato Shippers’ Association et al., Waupaca,, 
vs. Santa Fe et al. 

Alleges that car-rental charge of $5 per car per trip for use 
of refrigerator or other insulated car during the period from 
October 15 to April 15 of each year on shipments of potatoes, 
cabbage, rutabagas, turnips and other perishable vegetables tak- 
ing class C in the Western Classification, from points in Wiscon- 
sin, Minnesota, Dakotas, Missouri and Nebraska to various in- 
terstate destinations, is unjust and unreasonable. Asks cease 
and desist order and reparation. 

No. 18629. Chevrolet Motor Co., St. Louis, Mo., vs. Santa Fe et al. 

Rates in violation of section 1 and 6 of the act, on passenger 
automobiles and passenger and freight automobiles in mixed car- 
loads, from St. Louis, Mo., to various destinations in Utah. Asks 
reparation. 

No. 18630. The L. E. Myers Co., Chicago, Ill., vs. Southern et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on sand and gravel from Cleves, Ohio, to Dixdam, Ky. Asks 
rate for the future and reparation. 

No. 18631. Griess Pfleger Tanning Co., Chicago, Ill., vs. Central Ver- 
mont et al. 

Rates in violation of sections 1 and 3 of the act, on quebracho 
tanning extract imported from South America through port of 
New York to Waukegan, Ill. Asks reparation. 

No. 18632. Grande Fruit Co., Los Angeles, Calif., vs. Southern Pa- 
cific et al. 

Rates in violation of sections 1 and 2 of the act, on bananas 
from El Paso, Tex., to Los Angeles, Calif., San Francisco, Calif., 
Portland, Ore., and Seattle, Wash. Asks rates for the future and 
reparation. 

No. 18633. Pine & Cypress Manufacturing Co., Birmingham, Ala., vs. 
Washington & Lincoln et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on yellow pine lumbef from Logan, Ga., to Paintsville, Ky. Asks 
reparation. 

No. 18634. American Foundry Co., Indianapolis, Ind., vs. Pennsylvania. 

Alleges that sixth class rates on coal from Charleroi, Pa., to 
Indianapolis, Ind., was, is and for the future will be unreasonable. 
Asks rates based upon prevailing commodity rates and reparation. 

No. 18636. ‘The Houston Lighting & Power Co., Houston, Tex., vs. 
A. C. & ¥. et al. 

Unreasonable rates on insulators described as 
iron,’’ from Barberton, O., to Houston, Tex. 
and reparation. 

No. 18637. Brunswick Traffic Bureau, Brunswick, Ga., vs. Atlantic 
Coast Line et al. 

Rates in violation of Sections 1, 2 and 3 of the act, on lumber, 
logs, cross ties, crate material and other forest products from 
Brunswick, Ga., to all destinations shown in J. H. Glenn’s Eastern 
Lumber Tariff No. 7, I. C. C. No. A-471 and supplements or re- 
issues thereof. Asks rates for future and reparation. 

No. Pay — Beaver Products Co., Inc., Buffalo, N. Y., vs. G. & 

. et al. 

Unlawfu! rates on plaster from Gypsum, O., and Grand Rapids, 
Mich., to Logan, W. Va. Asks cease and desist order. 

No. 18639. Transcontinental Oil Co., Tulsa, Okla., vs. Louisiana & 
North West et al. 

Rates in violation of Sections 1 and 6 of the act, on steel pipe 
from Haynesville, La., to Eram, Okla. Asks rates for future and 
reparation. 

No. 18640. Atlas Plywood Corporation, Boston, Mass., vs. Bangor & 
Aroostook et al. 

Rates and charges in violation of Sections 1 and 3 of this act, 
on box shooks from Stockholm, Me., to Salem, Ind. Asks rates 
for future and reparation. 

No, 18641. Potomac Electric Power Co. et al., Washington, D. C., vs. 
Cc. & O. et al. 

Rates on soft coal from points in Virginia, West Virginia and 
Kentucky to points in the District of Columbia, alleged to be un- 
reasonable and discriminatory. Asks rates for future. 

No. 18642. Arizona Corporation Commission et al., Phoenix, Ariz., 
vs. Santa Fe et al. 

Class rates in violation of first three sections of the act, be- 
tween points in New Mexico and Arizona and points in other 
states of United States, set forth in Santa Fe 5896K, I. C. C. 
9571, Transcontinental Freight Bureau Tariff 1Z, I. C. C. 1166, 
and other tariffs. Asks rates for future. 

No. 18643. Armour & Co. et al., Chicago, vs. Santa Fe et al. 

Unreasonable rates on green salted hides, green salted sheep- 
skins and pickled sheepskins from complainants’ packing plants 
to points in New York and in New England states. Asks rates 
for future and reparation. 


No. 18644. Louis Cohen & Son, Buttonwood, Pa., 
Hudson et al. 
Rates in violation of Sections 1 and 3 of the act, on scrap cop- 


“pottery and 
Asks rates for future 


vs. Delaware & 


per wire, from Providence, Pa., to Cartaret, N. J. Asks repa- 
ration. 

No. 18645. The Parkersburg Rig & Reel Co., Parkersburg, W. Va., 
vs. B. & O 


Unreasonable and illegal rates on iron and steel articles, from 
Bridgeport and New Philadelphia, O., to Parkersburg, W. Va., 
there fabricated into tank and derrick material and reforwarded 
to New York City for export, because defendant declined to ac- 
cord fabrication-in-transit arrangement at Parkersburg, under 
joint through rates. Asks relief for future and reparation. 

No. 18646. The Parkersburg Rig & Reel Co., Parkersburg, W. Va., vs. 
cj @ b.& FP. ot al. 

Unreasonable rates and charges on wooden bull wheel arms, 
cants and pins from Parkersburg, W. Va., to El Dorado, Ark. 
Asks reparation. : 

No. 18647. The Parkersburg Rig & Reel Co., Parkersburg, W. Va., vs. 
Southern Pacific et al. 

Rates and charges in violation of Sections 1 and 4 of the act, 
on fabricated steel tank material, k. d., from High Island, Luling, 
Richland, Liberty and Boling, Tex., to West Lake, La. Asks rates 
for future and reparation. 

No, 18648. H. Sofranscy Co., Allentown, Pa., vs. Lehigh Valley. 

Unreasonable reconsignment charges on scrap iron from Beth- 
lehem, Pa., to Allentown, Pa., originating at Binghamton, N. Y., 
and Trenton, N. J. Asks reparation. 

No. 18649. Welch & Welch, Chicago, Ill., vs. Southern Pacific et al. 


Unreasonable and illegal rate on peaches from Newcastle, Cal., 
Asks rates for the future and reparation. 


to Chicago, Ill. 
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18650. Peninsula Produce Exchange, 
Pennsylvania et al. 

Unreasonable rates on strawberries in refrigerator cars from 
eastern shore of Virginia and Maryland and from points in Dela- 
ware to points in Pennsylvania, Ohio, New York, West Virginia, 
Connecticut, other New England states and Canada. Asks rates 
and minimum weights and reparation. 
No. 18651. The Eddy Paper Corporation, Chicago, Ill., vs. Norfolk & 

Western et al. 
Unreasonable rates on coal from Matewan, W. Va., to Elkhart, 
Ind., reconsigned to Three Rivers, Mich. Asks reparation. 
No. 18652. Cleveland-Akron Bag Co., Cleveland, O., vs. Central of 
Georgia et al. 
Rates in violation of sections 1, 4 and 6 of the act, on clayed 


Pocomoke City, Md., vs. 


cotton bagging from Chickamauga, Ga., to St. Joseph, Mo. Asks 
reparation. 
No. 18653. Empire Refineries, Inc., Tulsa, Okla., vs. Santa Fe et al 


Rates in violation of Sections 1 and 3 of the act, on refined 
petroleum products from Ponca City, Cushing and Okmulgee, 
Okla., to points in Tennessee, Alabama, Kentucky, Georgia, North 
— and South Carolina. Asks rates for future and repara- 

on. 

No. 18654. Shearman Concrete Pipe Co., Little Rock, 
Louis Southwestern et al. 

Rates and charges in violation of first three sections of the 
act, on concrete sewer pipe from North Little Rock, Ark., to 
Dallas, Tex. Asks rates for future from Little Rock and North 
Little Rock, Ark., to Dallas, Houston, Galveston and Corsicana, 
Tex., and reparation. 

No. 18655. The Ozark Cider & Vinegar Co. et al., Rogers, Ark., vs. 
A. & V. et al. 

Alleges that carload rates on canned fruits, vegetables, and 
vinegar from various manufacturing points in northwestern part 
of Arkansas to destinations in Alabama, Florida, Georgia, Missis- 
sippi, Louisiana, and Tennessee are in violation of sections 1, 2 
and 3 of the act. Asks rates for future. 

No. 18656. Atlantic Fruit Co., Inc., et al., Miami, Fla., vs. Florida 
East Coast et al. 

Charges in violation of first three sections of the act, on fruit 
and vegetables from various interstate points to Miami, Fla. Asks 
rates for future and reparation. 

No. 18657. Swift & Co., Chicago, Ill., vs. L. & N. et al. : 

Unreasonable and discriminatory rates in violation of section 
4 of the act, on fresh meats and packing house products from 
East St. Louis, Ill., to Lexington, Ky. Asks rates for future and 
reparation. 3 

No. 18658. Standard Exploration Co., Ltd., Portland, Ore., vs. Chi- 
cago, Milwaukee and St. Paul et al. ’ 

Rates and charges in violation of section 1 of the act, on live 
stock from Everett, Ill, to Grants Pass, Ore. Asks rates for 
the future and reparation. 

No. 18659. Fullerton Lumber Co., Minneapolis, Minn., vs. C. & O. et al. 

Alleges that defendants failed and refused to observe tariff 
provisions by declining to accept or act upon request for re- 
weighing services. Asks relief for the future. ; 

No. 18660. Royal Distributing Co., Inc., New York, N. Y., vs. Balti- 
more and Ohio et al. 

Rates in violation of section 1 of the act, on baking powder 
from Brooklyn, N. Y., to Chicago, Ill., and points in Central 
Freight Association territory. Asks reparation. 

No. a Crystal Chemical Co., Los Angeles, Calif., vs. Santa Fe 
et al. 

Charges in violation of section 6 of the act, on denatured alco- 
hol, from Anaheim, Calif., to Salt Lake City and Ogden, Utah. 
Asks reparation. 

No. 18662. Michigan Paper Mills Traffic Association, 
Mich., vs. Atlantic & St. Lawrence et al. 

Alleges that rates on crude clay from Montreal, Que., Portland, 
Me., Boston, Mass., New York, N. Y., Philadelphia, Pa., Balti- 
more, Md., Norfolk and Newport News, Va., and points taking 
the same rates to destinations on lines of defendants in Michigan, 
are in violation of Sections 1, 2 and 6 of the act. Asks reparation. 

No. 18663. Knight Iron & Metal Co., Birmingham, Ala., vs. Louisville 
& Nashville. 

Unreasonable rate on scrap iron and scrap steel from Caryville, 
web to Birmingham, Ala. Asks rates for the future and repa- 
ration. 

No. 18664. Holmquist Lumber & Fuel Co., Rockford, Ill., vs. Chicago 
& Alton et al. 

Rates in violation of Sections 1, 2, 3 and 4 of the act, on coal, 
from Spadra and North Spadra, Ark., to Rockford, Ill. Asks cease 
and desist order and reparation. 

No. 18665. Boston Wool Trade Association, Boston, Mass., vs. Andro- 
scoggin & Kennebec et al. 

Rates in violation of sections 1, 2, 3, 4 of the interstate com- 
merce act and section 500 of the transportation act on wool and 
other commodities from Philadelphia, Pa., and other points to 
points in Maine. Asks rates for future and reparation. 

No. 18666. Beech-Nut Packing Co., Canajoharie, N. Y., 
York Central et al. 

Unreasonable rates and charges on loose smoked meat from 
Chicago. to Canajoharie, N. Y. Asks reparation. 

No. 18669. The Southwestern Millers’ League, Kansas City, Mo., vs. 
Santa Fe et al. 

Rates in violation of Sections 1 and 3 of the act, on wheat and 
flour from points in Kansas, Nebraska, Colorado, Oklahoma and 
Texas, and from Missouri River points to points in California. 
Asks rates for the future. 

No. 18670. West Virginia Malleable Iron Corp., Charleston, W. Va., 
vs. Norfolk & Western et al. 
Rates and charges in violations of Sections 1 and 3 of the act, 
on pig iron from Ironton, O., to Point Pleasant, W. Va. Asks 
rates for the future and reparation. 
No. ~ Hillsboro Condensed Milk Co., Hillsboro, Wis., vs. B. & O. 

et al. 
_ Attacks rates charged for the transportation of evaporated milk 
in carloads from Hillsboro to all destinations in Central Freight 
Association territory as unjust and unreasonable in violation of 
section 1, and unduly preferential and prejudicial in violation of 
section 3. Asks just and reasonable rates in lieu of the rates 
ow in effect from Hillsboro, Wis. 

8672. Hoboken Manufacturers’ Railroad Co., Hoboken, N. J., 
vs. Santa Fe et al. 

Alleges that divisions accorded to complainant by defendants 
on raw silk and silk in various stages of manufacture are unjust, 
inequitable and inadequate. Asks establishment of just, reason- 
able, equitable and non-prejudicial divisions. 

No. 18673. Fleenor Office Furniture Co., Minneapolis, Minn., vs. C. C. 
Cc. & St. L. et al. 
Rates and charges in violation of sections 1 and 4 of the act, 


Ark., vs. St. 


Kalamazoo, 


vs. New 


No. 


Th 





3; from 
Dela- 
rginia, 
3 rates 
folk & 
Ikhart, 
tral of 
clayed 
Asks 
at al 
refined 
nulgee, 
North 
‘epara- 


vs. St. 


sicana, 
k., VS. 
Ss, and 
n part 
Missis- 
mw i 8 
Florida 


n fruit 
Asks 


section 
s from 
re and 
3. Chi- 
on live 
tes for 
. et al. 
- tariff 
or re- 
Balti- 


powder 
Central 


nta Fe 


1 alco- 
Utah. 


mazoo, 
rtland, 
Balti- 
taking 
chigan, 
ration. 
uisville 


ryville, 
| repa- 


‘hicago 


n coal, 
$ cease 


Andro- 
> com- 
ol and 
nts to 
. New 
- from 
[o., Vs. 
at and 
1a and 
fornia. 
ie Vis 


he act, 
Asks 


L. & ©. 
d milk 
‘reight 
tion of 
tion of 
> rates 
MM... J., 
ndants 


unjust, 
‘eason- 


S.C. 


he act, 











September 11, 1926 





HERE IS 


Real Traffic Service 


1. 


A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 


A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informa) 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 


A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


. A place where you may obtain without charge 


single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


. An office in the city of Washington where you 


will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 








As a matter of fact it is 
part of every subscrip- 
tion for the 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 


418 So. Market St., Chicago, Ill. 


THE TRAFFIC WORLD 


AFFIC WORT) 


== TRAFFIC BULLETIN —— 












AN ABSTRACT 


of Every New Freight 
and Express Tariff 
and of 
Every Supplement 
Filed With 























The Interstate Commerce 
Commission 


by carriers, subject to 
the act to regulate 
commerce, is printed in 


The TRAFFIC BULLETIN 


and, except in the case 
of short notice tariffs, 
it is printed 


At Least Twenty Days 


before the effective date 










The same plan is followed with 
Boat Line Tariffs filed with 


THE SHIPPING BOARD 









You can deal in futures on Freight 
and Express Rates by means of 
The Traffic Bulletin and with no 
chance to lose. 
























Samples and complete information free 


The Traffic Service Corp’n 


418 South Market Street, CHICAGO, ILL. 
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on furniture from Franklin, Ind., to Minneapolis, Minn. Asks rates 
for the future, and reparation. 
. 18674. Eblin and Co., Atlanta, Ga., vs. N. C. & St. L. et al. 

Rates in violation of sections 1, 3 and 6 of the act, on cotton- 
seed hull fibre or shavings from Jackson, Tenn., to Brooklyn, 
N. Y., and Jersey City, N. J. Asks reparation. 

. 18675. Bismarck Association of Commerce of Bismarck, N. 
et_al., vs. Chicago and North Western et al. E. 

Rates iand charges in violation of sections 1 and 3 of the act, 
on hides and tallow from Valley City, Jamestown, Bismarck, 
Mandan and Minot, N. D., to Milwaukee and Chicago. Asks 
rates for the future, and reparation. 

. 18701. Southern Pine Ass’n et al., New Orleans, La., vs. Abilene 
& Southern et al. 

Rates in violation of sections 1, 2, 3 and 13 of the interstate 
commerce act and in violation of the laws of Texas on lumber 
and articles taking lumber rates from points in what is known 
as the “southwestern yellow pine blanket’ to points in Oklahoma 
and Texas. Asks rates for the future. 


B.. 
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GREAT LAKES BOARD MEETING 


The Great Lakes Shippers Regional Advisory Board will 
meet at Hotel Niagara, Niagara Falls, N. Y., September 22. 
E. T. Whiter, vice-president and general manager of the Penn- 
sylvania Lines, Pittsburgh, Pa., will read a paper at the morn- 
ing session. R. E. Doherty, engineering assistant to the 
vice-president of the New York Central Lines, will discuss 
“The New York Central Railroad’s Improvements on the 
Niagara Frontier” at the same session. In the evening W. C. 
Cowling, traffic manager of the Ford Motor Company, will 
deliver a brief address at the banquet which is to be held at 
6:30 p. m. Immediately thereafter, the delegates will be given 
a special illuminated display of the falls. 





Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
tations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 13—Hoquiam, Wash.—Examiner Weems: 
9 eae Door and Manufacturing Co. vs. B. & O. R. R. 
et al. ‘i 
September 13—Memphis, Tenn.—Examiner Peck: 
11023—The St. Louis Chamber of Commerce vs. Director General, 
A G. &. BR. KR. et al. 
September 13—Washington, D. C.—Examiner Brinkley: 
Valuation No. 823—In re tentative valuation of the property of 
Stockton Terminal and Eastern R. R. Co. 
September 13—Washington, D. C.—Examiner Johnston: 
Valuation No. 796—In re tentative valuation of the property of the 
Charleston Union Station Co. 
September 13—Albany, N. Y.—Examiner Parker: 
18502—-Stevens & Thompson Paper Co. vs. B. & O. R. R. et al. 
September 13—Kansas City, Mo.—Examiner Kettler: 
18281—Ridenour-Baker Grocery Co. et al. vs. Santa Fe et al. 
September 13—Washington, D. C.—Examiner Corbitt: 
Valuation No. 799—In re tentative valuation of the Susquehanna 
and New York R. R. Co. 
September 13—Washington, D. C.—Examiner Way: 
Valuation No. 111—In re tentative valuation of the property of the 
Grafton & Upton R. R. Co. 


September 13—Grand Rapids, Mich.—Examiner Johnson: 
18235—Holland Furnace Co. vs. B. & O. R. R. et al. 
18236—Holland Furnace Co. vs. E. J. & E. Ry. et al. 
September 13—Pueblo, Colo.—Examiner Ames: 
18057—The Van Dyke Motor Co. vs. Mo. Pac. R. R. et al. 
September 13—Washington, D. C.—Examiner Berry: 
17882—Roach Creek Coal Co. and G. H. Thomas and O. K. Jones, 
receivers thereof, vs. A. A. R. R. et al. 
September 13—Chicago, Ill.—Examiner Hall: 
18085—Hyman-Michaels Co. vs. N. & W. Ry. et al. 


September 13—Minneapolis, Minn.—Commissioner Campbell: 

1. and S. No. 2729—Grain and grain products, from Minneapolis, St. 
Paul and Duluth, Minn., and groups to Eastern points. 

September 14—Washington, D. C.—Examiner Molster: 

* Finance No. 5588—Application Middle Creek R. R. Co. for a cer- 
tificate of public convenience and necessity authorizing the ac- 
a gg and operation by it of a line of railroad in Clay county, 

« Va 

September 14—Grand Rapids, Mich.—Examiner Johnson: 

1. and S. No. 2725—Berries from Alabama and Tennessee to C. F. 
A. territory. 
September 14—St. Louis, Mo.—Examiner Boat: 
— een Application No. 12769, 12795, 12803, 12879, of Agent 
and. 
Fourth Sectlon Application No. 626, 641 and 676, of Agent Leland. 
Fourth Section Application Nos. 4018, 772, 884, 2880 et al. 
September 14—Kansas City, Mo.—Examiner Kettler: 
18501—Badger Lumber & Coal Company et al. vs. Santa Fe et al. 

September 14—Washington, D. C.—Examiner Norman: 

Valuation No. 822—In re tentative valuation of the property of the 
Denver Union Terminal Ry. Co. 
Sept. 14—Washington, D. C.—Examiner Law: 
F — Pn 3984—Exxcess Income of the West Virginia Northern 
+ ee CO 
Septembr 14—Chicago, Ill.—Examiner Hall: 
18365—Saline County Coal Corp. vs. C. M. & St. P. Ry. et al. 

* 18549—Old Ben Coal Corp. vs. C. B. & Q. R. R. et al. 

* 18560—Saline County Coal Corp. vs. C. & N. W. Ry. et al. 

September 15—Chicago, Ill._—Examiner Hall: 

18358—Bear Brand Hosiery Co. vs. A. B. & A. Ry. et al. | 
September 15—Elkhart, Ind.—Examiner Johnson: 
18345—Russell The Coal Man, Inc., vs. C. C. C. & St. L. Ry. et al. 
18411—Charles Morrice and W. Rollin Kelly, Partners, doing busi- 
ness as Morrice and Kelly, vs. N. Y. C. R. R. et al. 
September 15—El Dorado, Ark—Examiner Sharp: 
18509—Chamber of Commerce of El Dorado, Ark., et al., vs. Ark- 
ansas R. R. et al. 

September 15—Washington, D. C.—Examiner Berry: 

18014—Eedgerton and Beers, Inc., vs. A. C. LL R. R. . 

September 15—Kansas City, Mo.—Examiner Kettler: 

18101 (and Sub. Nos. 1 and 2)—White Eagle Oil and Refining Co. 
vs. A. T. & S. F. Ry. et al. 

18335—White Eagle Oil and Refining Company et al. vs. C. B. & 
Q. R. R. et al. 

September 15—Washington, D. C.—Examiner Macomber: 

Valuation No. 815—In re tentative valuation of the property of the 
Aliquippa & Southern R. R. 





—— + 





hg 


September 15—Seattle, Wash.—Examiner Weems: 

a Coal Producers Association vs. Un. Pac. R. R. 

et al. 
September 15—Asheville, 
Flynn: 
18300—Motor Bus and Motor Truck Operation. 
September 16—New York, N. Y.—Examiner Parker: 

18417—-Sinclair Refining Co. vs. Santa Fe et al. 

Septoeer, 16—Harrisburg, Pa.—Public Service Commission of Penn- 
sylvania: 

Finance No. 5629—Joint application of Buffalo, Bradford & Pitts- 
burgh R. R. Co. and the Erie Railroad Co. for a certificate of 
public convenience and necessity authorizing abandonment of 
branch line of railroad in McKean county, Pa. 

September 16—Chicago, Ill.—Examiner Hall: 
17906—National Canners’ Agsociation et al. vs. A. A. R. R. et al. 


September 16—Washington, D. C.—Examiner Hendon: 

Valuation No. 793—In re tentative valuation of the property of the 
Tucson, Cornelia and Gilda Bend R. R. Co. 

September 17—Washington, D. C.—Examiner Davis: 

* Finance No. 5709%—Application of Baltimore & Ohio R. R. Co. for 
authority to acquire control of the Railroad of the Hamilton 
Belt Ry. Co. by an operating contract. 

* Finance No. 5710—Application of Baltimore & Ohio R. R. Co. for 

acquire control of the railroad of the Dayton & 


authority to 
R. Co. by an operating contract. 


N. C.—Commissioner Esch and Exar“iner 


Union R. 


September 17—Wichita, Kan.—Examiner Ames: 

|. & S. No. 2420—Transit at Kansas City, Mo.-Kan on grain and 
grain products. 

17159 (and Sub. Nos. 1 to 5)—Southern Kansas Grain and Grain 
Products’ Assn. vs. C. R. I. & P. Ry. (Further hearing.) 

September 17—Little Rock, Ark.—Examiner Peck: 
18513—Little Rock Chamber of Commerce vs. C. R. I. & P. Ry. et al. 
September 17—Seattle, Wash.—Examiner Weems: 

17986—Coast Fir & Cedar Products Company et al. vs. Canadian 
Pacific Ry. et al. 

September 17—New York, N. Y.—Examiner Parker: 

ae Call Printing & Publishing Co. vs. C. R. R. of N. J. 
et al. 

September 18—Kansas City, Mo.—Examiner Kettler: 

1. & S. No. 2723—Routing cement from Kansas, Missouri and Okla- 
homa to Arkansas and Oklahoma. 

September 18—Alexandria, La.—Examiner Sharp: 

17181—-I. L. Pressburg vs. G. C. & S. F. Ry. et al. 

September 20—Washington, D. C.—Examiner Davis: 

Finance No. 5656—Application Delaware & Hudson Company for 
authority to acquire control by lease of the railroad of the Buf- 
falo, Rochester & Pittsburgh Ry. 

September 20—Kansas City, Mo.—Examiner Kettler: 

1. & S. No. 2724~—Absorption of Switching Charges at North Kan- 
sas City, Mo. 

1. and S. No. 2724 (first supplemental order)—Absorption of Switch- 
ing Charges at North Kansas City, Mo. 


September 20—Washington, D. C.—Examiner Berry: 
18455—N. Lieblich et al. vs. Atlantic Coast Line R. R. et al. 
September 20—New Orleans, La.—Examiner Sharp: 
18270 (and Sub. No. 1 and 2)—Joseph Samuel Co., Inc., vs. A. T. 
& S. F. Ry. et al. 
18356—Ship Supply Co. vs. L. & N. R. R. et al. 
September 20—Bellingham, Wash.—Examiner Weems: 
18298—Campbell River Mills, Ltd., vs. C. M. & St. P. Ry. et al. 


September 20—New York, N. Y.—Examiner Parker: 


18367—Harlem & Morrisiana Transportation Line, Inc., vs. N. Y. N. 
HB. é& H.R. 


September 20—Washington, D. C.—Examiner Johnston: 
Valuation No. 808—In re tentative valuation of the property of the 
Colorado and Wyoming Ry. 


September 20—Washington, D. C.—Examiner Way: 
Valuation No. 820—In re tentative valuation of the property of 
Arcata and Mad River R. R. 


September 20—Washington, D. C.—Examiner Roberts: 
Valuation No. 825—In re tentative valuation of the property of the 
Midland Continental R. R. 
September 20—Washington, D. C.—Examiner Marchand: 
Valuation No. 394—In re tentative valuation of the property of the 
Franklin & Abbeville Ry. (Further hearing.) 
September 20—Argument at Washington, D. C.: 
13823—Virginia Coal Operators’ Assn. vs. A. & R. R. R., et al. 
12635—Cooperative Oil & Paint Co. et al. vs. Director General, 85 
Agent, Baltimore & Ohio Railroad et al. 
Finance No. 4723—In the application of Grand Rapids and Indiana 
R. R. Co. and the Pennsylvania R. R. Co. for authority to abandon 
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7's Freight and Passenger Service 


North — South — East — West 


Traffic Department Representatives and Office Locations 


ATLA. GA, (915-16 Healey Bldg.): 
G. H. Rudolph, General penn Freight Department. 
R.G. Peirce, Southeastern Passenger Agent. 
BIRMINGHAM, ALA. (1701-2 Age Herald Bldg.): 
Jasper Triteline, General Agent. 
BOSTON, MASS. (319 Boston Chamber of Commerce Bldg.): 
J. J. Davitt, General Agent. 
BUFFALO, N. Y. (604 Ellicott Square): 
Russell Houston, General Agent. 
CHICAGO, ILL. (603—112 West Adams Street): 
. Mann, Assistant General Freight Agent. 


WwW. E. Callender, General Agent, Passenger Department. 


CHICAGO HEIGHTS, ILL.: P. S. Lottinville, General Agent. 
CLEVELAND, OHIO (510 oe Bldg.) : 

G. H. Hume, General A: 

seams * TEX. (413 Mercantile ‘Sank Bldg.) : 
- Calvert, General Agent. 

Ww. c. Butcher, Southwestern Passenger Agent. 
DANVILLE, ILL.: George F. Knight, Division Freight Agent. 
DETROIT, —— (816 Dime eg Bldg.) : 

st.UC eed, General Agen: 
EAST LOUIS, ILL. (424 Murphy Bldg.): 
nright, General A 
EVANSVILLE, IND. (608 Old Natl Bank Bldg.) : 
. Beeler, General Agent, Freight Department. 
Lozier, General Agent, Passenger Department. 


O. B. 
GRAND eo MICH. (629 Grand —— Nat’l Bank Bldg.) : 


J.E . Whittemore, General Age 
ate STEX. (604 Second Meena ‘Bank Bldg.): 
owns, General Agent 
JACKSONVILLE. FLA. (1113 Graham Bldg.): 
G. W. Ward, General Agent. 
M. M. Frost, Traveling Passenger Agent. 


KANSAS CITY, MO. (426 Board of Trade Bldg.): 
J. G. Meehan, General Agent. 
LITTLE ROCK, ARK. (206 Gazette Bldg.): 
L. B. Grantham, General Agent. 
LOUISVILLE, KY. (507 Lincoln Bank & Trust Bldg.): 
C. W. Thacker, General Agent. 
MEMPHIS, TENN. (275-6 Shrine Bldg.): 
D. - Agnew, General Agent. 
MILWAUKEE, WIS. (1402 First Wisconsin National Bank Bldg.): 
R. L. Gainer, General Agent. 
ete MINN., (732 = yn nga Life Bldg.): 
A. W. Whitney, General Agen 
NASHVILLE, TENN. (512 Relaentices: Life Bldg.): 
R.C. rton, General Agent. 
NEW — LA., (537 Whitney-Central Bank Bldg.): 
F. T. Lonergan, General Agent. 
NEW YORK, N. Y. (1324-6 Woolworth Bldg.): 
G. C. Geese Gen. Agt., A. es -Cox, Dist. Pass. Agent. 
PITTSBURGH, PA. (238 Oliver Bidg. 
D. F. Woods, General Agent. 
ST. LOUIS, MO. (452-457 Pierce Bldg.): 
H J. Dentzman, Assistant General Freight Agent. 
W. J. Bedford, General Agent, Passenger Department. 
ST. PAUL, MINN., (720 Pioneer Bldg.): 
Cc. ae Finley, Northwestern Passenger Agent. 
SALEM, ILL. (Salem State Bank Bldg.): € 
C. C. King, Division Freight Agent. 
SAN FRANCISCO, "CAL., (1023 ieasndinnst Bldg.): 
W. C. Connor, Pacific Coast Agent. 
SHREVEPORT, LA. (916 City Bank Bldg.) : 
Ashley Johnson, General Agent. 
TERRE HAUTE, IND.: G. W. Bates, General Agent. 
TULSA, OKLA. (418 Kennedy Bldg.}: 
R. E. Dirhold, General Agent. 
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the Jennings Branch and the Michelson Branch of Grand Rapids 
& Indiana R. R. Co. 


September 20—Dallas, Tex.—Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 

September 20—Chicago, Ill.—Examiner Hall: 

* 15833—Keokuk Shippers’ Association et al. vs. B. & O. R. R. et al. 
(further hearing). 

September 21—Washington, D. C.—Examiner Molster: “3 

* Finance No. 4400—In the Matter of the Application of the New York 
Central R. R. for authority to acquire control by lease of the 
Hudson River Connecting R. R. . 

September 21—New Orleans, La.—Examiner Sharp: 

* 1. & S. No. 2754—Manure from New Orleans, La., to points in Ala- 
bama and Mississippi. 


September 21—Omaha, Neb.—Nebraska State Railway Commission: 
Finance No. 5514—Application of the Chicago, Burlington & Quincy 

°c Company for authority to abandon its Chalco-Yutan Cut- 

September 21—Lansing, Mich.—Michigan Public Utilities Commission: 

* Finance No. 3548—Application Detroit & Mackinac Ry. for authority 
to abandon its Lincoln Branch. 

* Finance No. 5557—Application Detroit & Mackinac Ry. for authority 
to abandon its Ausable River Branch. 

* Finance No. 5558—Application Detroit & Mackinac Ry. for authority 
to abandon its Rose City Branch. 


September 21—Washington, D. C.—Examiner Boyden: 
Valuation No. 754—In re tentative valuation of the property of the 
Pullman R. R. Co. 


September 21—Washington, D. C.—Examiner Walsh: 
Valuation No. 807—In re tentative valuation of the property of the 
Union and Glenn Springs R. R. 


September 21—Washington, D. C.—Examiner Walter: 
Valuation No. 811—In re tentative valuation of the property of the 
Live Oak, Perry & Gulf R. R. 
September 21—Argument at Washington, D. C.: 
14800—Allied Packers, Inc., et al. vs. B. & O. R. R. et al. 
15610—Farrel Foundry’ & Machine Co. vs. A., B. & A. Ry. et al. 
Finance No. 4713—Proposed construction by Salt Lake & Denver 
Railroad Company. 
September 21—Washington, D. C.-—-Examiner Haley: 
Finance No. 3754—Excess Income of the Gulf Coast Lines. 
September 22—Washington, D. C.—Examiner Berry: 
18514—Acme Coal Co. et al. vs. B. & O. R. R. et al. 


September 22—Fort Worth, Tex.—Examiner Peck: 
18420—Standard Battery Manufacturing Co. vs. K. C. S. Ry. et al. 


September 22—Argument at Washington, D. C.: 
16438—Hersey Manufacturing Co. vs. B. & A. R. R. 
16409—Congdon & Carpenter Co. vs. N. Y., N. H. & H. R. 
16396—International Paper Co. vs. B. & O. R. R. et al. 
16444—Federated Metals Corp. vs. N. Y., N. H. & H. R. R. 

September 23—New York, N. Y.—Examiner Parker: 
18427—Detmer, Bruner & Mason, Inc., vs. Bush Terminal R. R. et al. 


September 23—New Orleans, La.—Examiner Sharp: 
1. and = No. 2726—Benzol from Toledo, Ohio, to Gulf Ports for 
export. 


September 23—Galesburg. Ill_—Examiner Johnson: 
18395—Purington Paving Brick Company et al. vs. Ahnapee & West- 
ern Railway et al. 
September 23—Fort Worth, Tex.—Examiner Peck: 
Fourth Section Application No. 12523 filed by Agent F. L. Speiden. 
September 23—New York, N. Y.—Examiner Parker: 
18020—Ward Baking Co. et al. vs. Penna. R. R. et al. 
September 23—Argument at Washington, D. C. 
16078 (and Sub. 1 to 6 incl.)—Waggoner-Gates Milling Co. vs. A. T. 
& S. F. Ry. et al. 
16016—Savannah Traffic Bureau, Inc., vs. Savannah & Atlanta Ry. 
16376—California Growers’ and Shippers’ Protective League et al 
vs. American Ry. Express Co. 


September 23—Chicago, Ill.—Examiner Hall: 

18490—Allied Packers, Inc., et al. vs. A. T. & S. F. Ry. et al. 
September 24—Chicago, Ill.—Examiner Hall: 

18090—-Swift & Co. vs. C. M. & St. P. Ry. et al. 

18435—John Morrell & Co. vs. Gt. Nor. Ry. et al. 


September 24—Jackson, Miss.—Examiner Sharp: 
18136—Jackson Traffic Bureau vs. A. & V. Ry. et al. 
Portions Fourth Section Application Nos. 601, 703, 542, 1573, 1548, 
1952, 3965 and 1561. 
September 24—Washington, D. C.—Examiner Berry: 
18034—-The Chesapeake & Ohio Ry. et al. vs. A. C. R. R. et al. 
18034—New York, New Haven & Hartford R. R. et al. vs. C. R. R. 
of N. J. et al. (cross-complaint). 


September 24—Argument at Washington, D. C.: 
16748—-The M. Hamm Co. vs. B. & O. R. R., et al. 


et al. 
R. et al. 





16787—United Zinc Smelting Corp. vs. B. & O. R. R. et al. 
16789—F. W. Tunnell & Co. vs. Penna. R. R. 
16805—Cairo Syrup Co. et al vs. A. C. L. R. R. et al. 


September 24—Washington, D. C.—Examiner Davis: 

* Finance No. 5760—Joint Application of Bell Telephone Co. of Penn- 
sylvania and Farmers Telephone Company for a certificate that 
the acquisition by the former company of certain. properties of 
the latter company will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 

* Finance No. 5764—Joint Application of Southern Bell Telephone & 
Telegraph Company and Whitesburg Telephone Company for 
a certificate that the acquisition by the former company of the 
properties of the latter company will be of advantage to the 
— to whom service is to be rendered and in the public in- 
erest. 

* Finance No. 5765—Joint Appliction of Southern Bell Telephone and 
Telegraph Company and Eastern Kentucky Home Telephone Com- 
pany for a certificate that the acquisition by the former company 
of the properties of the latter company will be of advantage to the 
persons to whom service is to be rendered and in the public 
interest. 

September 24—Topeka, Kans.—Examiner Kettler. 

a ge Charles Wolff Packing Company vs. Arkansas Western 
ry. et al. 

September 24—Kansas City, Mo.—Examiner Flynn: 

18300—Motor Bus and Motor Truck Operation. 
September 25—Peoria, Ill._—Examiner Johnson: 
18412—The Keystone Steel and Wire Company vs. A. & V. Ry. et al. 
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September 25—Argument at Washington, D. C.: 
16825—United Paperboard Co. et al. vs. A. & R. R. R. et al. 
17211—United Paperboard Co. et al. vs. Sou. Ry. et al. 
17370—The Meridian Fertilizer Factory vs. A. C. L. R. R. et al. 
Fourth Section Application No. 542 et al. 


16867—Gulfport Fertilizer Co. vs. A. C. L. R. R. et al. 
17049—United Paperboard Co., Inc., vs. B. & M. R. R. et al. 
No. — Paperboard Company, Inc., vs. C. & E. R. R,, 
et al. 
September 25—New York, N. Y.—Examiner Parker: 
12550—The Barrett Company vs. Director General, Pennsylvania 


Railroad et al. (further hearing). 


September 27—Dallas, Tex.—Director Mahaffie: 

Finance No. 5472—Application of Gulf, Colorado and Santa Fe. Ry. 
Co. for a certificate of public convenience and necessity author- 
izing it to construct and operate an extension of its railroad in 
Dallas county, Texas. 

September 27—Indianapolis, Ind.—Examiner Johnson: 

Il. & S. No. 2738—Class rates between Gary, Ind., and Indiana and 
Michigan points via E. J. & E. Ry. 

1. & S. No. 2746—Spelter from Blackwell, Okla., to Greencastle, Ind. 

September 27—Washington, D. C.—Examiner Quimby: ; 

Valuation No. 740—In re tentative valuation of the properties of 
the Missouri, Oklahoma and Gulf Ry. Co. et al. 

Valuation No. 769—In re tentative valuation of the property of the 
Missouri, Oklahoma & Gulf Ry. Co. of Texas. 


September 27—Washington, D. C.—Examiner Kephart: , 
Valuation No. 828—In re tentative valuation of the properties of the 
Missouri, Kansas & Texas Ry. et al. : 
Valuation No. 814—In re tentative valuation of the properties of 
the Missouri, Kansas and Texas Ry. Co. of Texas et al. 
Valuation No. 759—In re tentative valuation of the property of 
the Wichita Falls & Northwestern Ry. Co. 
September 27—Raleigh, N. C.—Corporation Commission of North Caro- 
lina: 
Finance No. 5537—Application of Black Mountain Railway Company 
for a certificate of public convenience and necessity. 


September 27—New York, N. Y.—Examiner Parker: 
18334—-The Texas Company vs. Santa Fe et al. 


September 27—Fort Worth, Tex.—Examiner Peck: 
18293—Texas Pacific Coal & Oil Company vs. G. C. & S. F. Ry. et al. 


September 27—Washington, D. C.—Examiner Berry: 
16160—Kanawha Black Band Coal Company et al. 
Central Ry. et al. (further hearing). 
13546—Kanawha Black Band Coal Company et al. vs. C. & O. Ry. 
et al. (further hearing). 


September 27—Chicago, Ill.—Examiner Hall. 
17573—Chas. A. Krause Milling Company vs. B. & O. R. R. et al. 
1. & S. No. 2748—Soap, Soap Powder, between points in Western 
Trunk Line and Illinois Classification Territory. 
September 27—Wichita, Kans.—Examiner Kettler: 
18259—-Ziegler Brothers, successors to Ziegler and Dalton Construc- 
tion Co. vs. St. L.-S. F. Ry. 
18273—The Vickers Petroleum Company vs. Mo. Pac. R. R. et al. 


September 27—Birmingham, Ala.—Examiner Sharp: 
18189—Birmingham Sash & Door Company et al. vs. A. & V. Ry. et al. 
18446—Brilliant Coal Co. vs. Ill. Cent. R. R. et al. 


September 27—Argument at Washington, D. C.: 
16826—Ann Arbor R. R. et al vs. R. & O. R. R. et al. 
17502—New York & Pennsylvania Co. vs. D. & H. Co. et al. 
17503—New York & Pennsylvania Co. vs. D. & H. Co. et al. 
September 27—Washington, D. C.—Examiner Way: 
Valuation No. 792—In re tentative valuation of the property of the 
St. Joseph Terminal R. R. 
September 27—Washington, D. C.—Examiner Walter: 
Valuation Docket No. 764—In re tentative valuation of the property 
of the Chicago Short Line Ry. 
September 28—Washington, D. C.—Examiner Conway: 
Valuation No. 800—In re tentative valuation of the property of the 
Champlain Transp. Co. 
September 28—Dallas, Tex.—Director Mahaffie: ; 
Finance No. 5679—Application of K. C. S. Ry. Co. for authority to 
acquire control of the M.-K.-T. R. R. Co. by purchase of capital 
stock. : 
Finance No. 5680—Application of M.-K.-T. R. R. Co. for authority 
to acquire control of the St. Louis Southwestern Ry. Co. by pur- 
chase of capital stock. 
September 28—Boulder, Mont.—Board of Railroad Commissioners of 
Montana: : 
Finance No. 5595—Application Northern Pacific Ry. Co. for authority 
to abandon its Boulder-Elkhorn Branch in Jefferson county, Mont 


September 28—Washington, D. C.—Examiner Macomber: 
Valuation No. 829—In re tentative valuation of the property of 
Okmulgee Northern Ry. 


September 28—Lynchburg, Va.—Examiner Hillyer: : 
1. and S. No. 2728—Tanning Extract from Lynchburg, Va., to Nor- 
folk, Va. 


September 28—Birmingham, Ala.—Examiner Sharp: 

Portions Fourth Section Application 601—Filed by N. O. & N. E. 
R. R.—In re rates lumber and articles taking lumber rates from 
stas. on N. O. & N. EB. R. R. and conns. to Normal, Ala. (In 
connection I. & S. Dkt. 2718.) 

1. and S. No. 2718—Routing Lumber from N. O. & N. E. R. R. to 
Normal, Ala. 

September 28—Indianapolis, Ind.—Examiner Johnson: 
18170—United Paperboard Co., Inc., et al. vs. A. C. & Y. Ry. 
September 28—New York, N. Y.—Examiner Parker: 
18380—The Stevens Paper Mills, Inc., vs. P. R. R. et al. 
September 28—Argument at Washington, D. C.: 

16457—New Jersey Lumbermen’s Committee vs. A. C. L. R. R., et al. 

*16531—Hamersley Manufacturing Co. vs. Erie R. R. 

17326—Clifton Paper Mills vs. N. Y. S. & W. R. R., et al. 

16550—-Guggenheim Brothers vs. B. & O. R. R., et al. 

September 29—Tulsa, Okla.—Examiner Kettler: _ 

18161 (and Sub. No. 1)—Sinclair Oil & Gas Company vs. C. R. I. 

& G. Ry. et al. 
September 29—Chicago, Ill.—Examiner Hall: P 
15511—Board of Trade of the City of Chicago vs. A. T. & S. F. Ry. 
et al. (further hearing). 
September 29—Columbus, O.—Examiner Johnson: 
18362—Ohio Farm Bureau Federation et al. vs. A. C. & Y. Ry. et al. 


vs. Kanawha 


et al. 



































nsylvania 


a Fe. Ry. 
y author- 
rilroad in 


liana and 


astle, Ind. 


perties of 


rty of the 


ies of the 


perties of 
ul. 
‘operty of 


orth Caro- 


Company 


Ry. et al. 


Kanawha 
& O. Ry. 


R. et al. 
1 Western 


Construc- 


. et al. 


Ry. et al. 


. al. 
et al. 


rty of the 
ie property 
arty of the 


uthority to 
of capital 


- authority 
‘oO. by pur- 


ssioners of 


r authority 
inty, Mont 


roperty of 


a., to Nor- 


. & N. E. 
rates from 
1, Ala. (In 


Ln ko 


Ry. et al. 


2. R., et al. 


September 11, 1926 THE TRAFFIC WORLD 


CO 


THE CHESAPEAKE & OHIO 


The Popular and Scenic Route 


An Ever Changing Panorama of Wonder Scenes 


Double Track — Rock Ballast — Automatic Signals 
Superior Service Between 


THE EAST — THE WEST 


THROUGH PULLMANS 


New York — Philadelphia — Baltimore — Washington — Richmond 
Newport News and Norfolk 


Chicago — Cincinnati — Louisville — St. Louis — Indianapolis 


C&O DINERS SATISFY 


T. H. Gurney, General Passenger Agent, Richmond, Va. 











608 THE TRAFFIC WORLD 


September 29—New York, N. Y.-—Examiner Parker: 
18295—Geo. Allison and Company et al. vs. A. C. L. R. R. et al. 
September 29—Dallas, Tex.—Examiner Peck: 
18375—Holt Company of Texas vs. C. & A. R. R. et al. 
18376—American Paint & Supply Co. vs. N. Y. C. R. R. et al. 
September 29—Washington, D. C.—Examiner Berry: 
18216—National Leather Co. vs. Santa Fe et al. 
September 29—Argument at Washington, D. C.: 

16645—Harbor Coaling Corp. vs. B. & O. R. R., et al. ? 

16651—Jacob E. Decker and Sons vs. Un. Pac. R. R. et al. z 

17409 (and Sub. No. 1)—Southern Glass Co. vs. G. H. & S. A. Ry. 
et al. 

1. & S. No. 2695 and ist supplement—Brass, bronze _and copper 
ingots, pigs, scrap and related articles in Official Classification 
territory. 

September 30—Washington, D. C.—Examiner Mullen: 

* 9200—Railway Mail Pay-Application of Winston-Salem Southbound 
Ry. Co. 

September 30—Washington, D. C.—Examiner Faris: 

Valuation No. 773—In re tentative valuation of the property of 
Upper Merion & Plymouth R. R. Co. 

September 30—Knoxville, Tenn.—Examiner Hillyer: : 

1. and S. No. 2730—Canned Salmon from Pacific Coast to Knoxville, 
Tenn. 

September 30—New York, N. Y.—Examiner Parker: 

18275—Charles Pape trading as Charles Paper & Company vs. South- 
ern Railway et al. 

September 30—Tulsa, Okla.—Examiner Kettler: 

18028—Empire Refineries, Inc., et al. vs. Santa Fe et al. 
September 30—Dallas, Tex.—Examiner Peck: 

15783—Moore Grocery Company et al. vs. Texas & Pacific Ry. et al. 
September 30—Florence, Ala.—Examiner Sharp: 

18244—Muscle Shoals Traffic Bureau for H. F. Young Land & Lum- 
ber Company vs. Ill. Cent. R. R. et al. 

18245—Muscle Shoals Traffic Bureau for Whitfield Lumber Company 
vs. G. M. & N. R. R. et al. ; 

Portions of Fourth Section Application Nos. 2045 et al., filed by 
Illinois Central R. R. et al., relating to rates on sawmill ma- 
chinery from New Orleans, Baton Rouge, La., Mobile, Ala., Vicks- 
burg, Miss., to Delmar, Ala., etc. 

September 30—Dallas, Tex.—Examiner Peck: 
18392—-National Lead Battery Co. vs. C. M. & St. P. Ry. et al. 
18377—MacMillian Co. vs. Ocean S. S. Co. of Savannah et al. 
17628—Jacksonville Produce Company et: al. vs. Beaumont, Sour 
Lake & Western Railway et al. : 
18404—B. & J. Sales Co. vs. Ft. W. & D. C. Ry. et al. 
September 30—Argument at Washington, D. C.: 

16889—-Stauffer Chemical Co. of Tex. vs. H. & B. V. Ry., et al. 

16926—Allen Manufacturing Co., et al. vs. A. G. S. R. R., 3 

16963—Automatic Gravel Products Co., et al. vs. C. R. L & P. Ry., 


et al. 
bar oe Ontario Packing Co. et al. vs. O.-W. R. R. & N. Co. 
et al. 
October 1—Argument at Washington, D. C.: 
* 1, & S. No. 2709—Ex-Lake Iron Ore from Chicago to Granite City, 
Til. 
October 1—Dallas, Tex.—Examiner Peck: 
16529—-Texas Refining Company vs. C. R. I. & G. Ry. et al. 


October 1—Tulsa, Okla.—Examiner Kettler: 
18393—Cities Service Oil Company et al. vs. Santa Fe et al. 


October 1—New York, N. Y.—Examiner Parker: 
18311—E. C. Klipstein & Sons Company vs. C. R. R. of N. J. et al. 
18357—The Nassau Lumber Company and Geo. F. Gray vs. Long 
Island R. R. Co. 


October 1—Florence, Ala.—Examiner Sharp: 


18361—Muscle Shoals Traffic Bureau for Florence Lumber Co. et - 


al. vs. Ill. Cent. R. R. et al. 
18366—Muscle Shoals Traffic Bureau for Tri-Cities Produce Co. vs. 
A. & S. Ry. et al. 


October 1—Knoxville, Tenn.—Examiner Hillyer: 
18288—Knoxville Freight Bureau et al. vs. Sou. Ry. et al. 


October 1—Akron, Ohio—Examiner Johnson: 
1. & S. No. 2721—Minimum weight on Iron and Steel Pipe and 
Tubing in Official Classification territory. 
October 1—Washington, D. C.—Examiner Berry: 
17400—Appalachian Power Co. et al. vs. N. & W. Ry. 


October 1—Chicago, Ill.—Examiner Hall: 
16750—National Poultry, Butter & Egg Association et al. vs. Aber- 
deen & Rockfish R. R. et al. 
October 2—Nashville, Tenn.—Examiner Hillyer: 
18206—Cherokee Mills et al. vs. M. L. & T. R. R. & S. S. Co. et al. 
October 4—Chattanooga, Tenn.—Examiner Hillyer: 
18188—Hubbuch Glass Co. et al. vs. Mo. Pac. R. R. et al. 
October 4—Washington, D. C.—Examiner Berry: 
tf. and S. No. 273i1—Minimum weight on cement, carloads, within 
Southern territory. 
October 4—Washington, D. C.—Examiner Corbitt: 
Valuation No. 835—In re tentative valuation of the property of the 
Pittsburgh & West Virginia Ry. 
October 4—Muskogee, Okla.—Examiner Kettler: 
18308—Merchants’ & Manufacturers’ Traffic Bureau et al. vs. Kan- 
sas City Southern Ry. et al. 
October 4—New York, N. Y.—Examiner Parker: 


—a Metals Corporation vs. Transmarine Corporation 
et al. 


October 4—Chicago, Ill._—Examiner Hall: 


17330 (and Sub. No. 1)—lIllinois Coal Traffic Bureau vs. Ark. Val. 
Interurban Ry. et al. 


*18025—Olg Ben Coal Corp. vs. A. & V. Ry. et al. 


October 4—Louisville, Ky.—Examiner Sharp: 
oe Board of Trade vs. B. & O. Chicago Term. R. R. 
et al. 
October 4—Washington, D. C.—Examiner Kelley: 
Valuation No. 126—In re tentative valuation of the property of 
Western Pacific Ry. 
October 4—Breckenridge, Tex.—Examiner Peck: 


16195—Chamber of Commerce, Breckenridge, Tex., et al. vs. W. F. R. 
& Ft. W. R. R. et al. 
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October 4—St. Louis, Mo.—Examiner Keeler: r 

18458—Rates on petroleum and petroleum products within the terri- 
tory on and east of the Mississippi River, and south of Ohio 
River, and east of the Indiana-Illinois State Line, and from points 
without to points within said territory. 

17280—Lone Star Gas Co. vs. A. & V. Ry. et al. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—American Refining Co. et al. vs. A. & R. R. R. et al. 


ee Oil Corp. et al. vs. M.-K.-T. R. R. of Tex. 
et al, 


17911—Arab Gasoline Co. vs. A. & R. R. R. Co. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—Mid-Continent Refiners Traffic Assn. vs..W. & W. Ry. et al. 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 
18253—-The Texas Co. vs. A. & R. R. R. et al. 
18413—Indian Refining Co. vs. A. & V. Ry et al. 
18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 
October 4—Washington, D. C.—Examiner Conway: 
Valuation No. 785—In re tentative valuation of the property of the 
Saint Joseph Belt Railway Company. 
October 5—Washington, D. C.—Examiner Berry: 
I. & S. No. 2751—Cement from Fordwick, Va., to Elkin to Alleghany 
Railroad stations in North Carolina. 
October 5—Washington, D. C.—Examiner Folsom: 
Valuation No. 833—In re tentative valuation of the property of the 
Atlanta & West Point R. R. 
October 5—Washington, D. C.—Examiner Faris: 
Valuation No. 847—In re tentative valuation of the property of the 
Western Ry. of Ala. 
October 5—Louisville, Ky.—Examiner Sharp: 


18500—Southeastern Live Stock Association vs. Aberdeen and Rock- 
fish R. R. et al. 


1. & S. No. 2750—Coal from Virginia, West Virginia and Kentucky 
Mines to Cincinnati, Ohio. 

October 5—New York, N. Y.—Examiner Parker: 

18421—Federated Metals Corporation vs. C. R. R. of N. J. et al. 

October 6—Argument at Washington, D. C.: 

* 1. & S. No. 2455—Fruits and vegetables between Pacific Coast States. 

* 10891—O. E. Burns and F. R. Knapp vs. Big Sandy & Kentucky 
River Ry., Director General, as agent, et al. 


ee See York, N. Y.—Commissioner Campbell and Examiner 
och: 


15006 (Supplemental Order 23)—Rates, rules, regulations and prac- 
ig governing transportation of anthracite coal. (Further hear- 
ing. 

October 6—Washington, D. C.—Examiner Rasch: 


Valuation No. 849—In re tentative valuation of the property of the 
Donora Southern R. R. 


October 6—New York.—Examiner Parker: 
18426—Federated Metals Corporation vs. Ill. Cent. R. R,. et al. 
October 6—Washington, D. C.—Examiner Berry: 
12726—Hagerstown Chamber of Commerce vs. W. Md. Ry. et al. 


ee Portland Cement Company vs. C. & P. R. R. 
et al. 


15354—Waynesboro Chamber of Commerce et al. vs. W. Md. R. R. 
et al. (further hearing). 
October 6—Washington, D. C.—Examiner Hendon: 
Valuation No. 812—In re tentative valuation of the property of the 
Unadilla Valley Ry. 
October 6—Atlanta, Ga.—Eaxminer Hillyer: 
Finance No. 5395—Application of Perry & Southeastern Ry. Co. for 
authority to construct a line of railroad in Houston county, Ga. 
Finance No. 5396—Stock of Perry and Southeastern Ry. 
October 6—Fort Smith, Ark.—Examiner Kettler: 
18336—-Gibson Oil Company vs. Arkansas Western Ry. et al. 
October 7—Argument at Washington, D. C.: 


* 13583—Burroughs Adding Machine Co. and Dalton Adding Machine 
Co. vs. Mich. Cent. R. R. et al 


* 14729—Standard Oil Company (California) vs. Santa Fe et al. 
October 7—Washington, D. C.—Examiner Kephart: 
Valuation No. 824—In re tentative valuation of the property of the 
Atchison Union Depot and Railroad Co. 
October 7—Washington, D. C.—Examiner Roberts: 
Valuation 830—In re tentative valuation of the property of the 
Pacific Coast R. R. 
October 7—Louisville, Ky.—Examiner Sharp: 
17662—Louisville Board of Trade vs. A. & R. R. R. et al. 
October 7—New York, N. Y.—Examiner Parker: 
18387—Hudson Valley Coke & Products Corporation vs. B. & M. 
R. R. et al. 
October 7—Atlanta, Ga.—Examiner Hillyer: 
18449—Kennett-Murray Live Stock Buying Organization et al. vs. 
A & HR. R. KR. et al. 
October 8—Argument at Washington, D. C.: 


* 12420—Carnegie Steel Co. vs. Director General, as agent, Penna. 
R. R. et al. 


* 15225—The Board of Railroad Commissioners of the State of Iowa 
vs. C. R. R. of N. J. et al. 
October 8—Atlanta, Ga.—Examiner Hillyer: 


I. and S. No. 2719 (first supplemental order)—Agricultural imple- 
ments between points in the southeast. 


1. and S. No. 2719—Agricultural Implements between points in the 
southeast. 
October 8—New York, N. Y.—Examiner Parker: 
18111—Corning Glass Works et al. vs. N. Y. C. R. R. et al. 
October 8—San Antonio, Tex.—Examiner Peck: 
17985—Express Publishing Co. vs. G. H. & S. A. Ry. 
October 9—St. Louis, Mo.—Examiner Kettler: 
18331—St. Louis Cooperage Company et al. vs. C. B. & Q. R. R. et al. 
October 9—San Antonio, Tex.—Examiner Peck: 
18492—-Flory and Albers et al. vs. Santa Fe et al. 
October 9—Atlanta, Ga.—Examiner Hillyer: ? 
18487—-Atlanta Live Stock Dealers et al. vs. L. & N. R. R. et al. 
October 11—Atlanta, Ga.—Examiner Hillyer: : 
1. & S. No. 2745—Horses and mules from Chicago, Ill., to Ohio 
River Crossings. 
October 11—Washington, D. C.—Examiner Walter: 
Valuation No. 844—In re tentative valuation of the properties of 
the Atlantic City & Shore R. R. Co. et al. 
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Universal | 
Carloading and Distributing 
Company 





WHAT PRICE SERVICE 
179 
* * 


There are certain fundamental 
laws of economics that never 
change. 


The cost of production plus a 
reasonable profit must be borne 
by the consumer. What you 
think is a bargain to-day, you 
pay full price for to-morrow in 
one way or another. 


In the final analysis, whether 
you purchase freight service or 
a pair of shoes, the quality you 
secure is in direct proportion 
to the price you pay. 


\!7 


Universal Freight Rates 
Are Economically Sound 





For Rates or further information apply to our 
local office in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 
53 West Jackson Blvd. Telephone Wabash 5102 
CHICAGO, ILL. 
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Your copy of the 
New Gerrard Cat- 
alogue conteins val- 
uahle packaging and 
shipping informa- 
tion. What is your 
address? 














1. REDUCE CONTAINER COSTS. The Gerrard 
method of reinforcing containers with round bands of steel 
allows for a 25% reduction in box material without lessen- 
ing carrying capacity. A saving of 414c can be effected on 
a box containing 10 board feet of lumber, to say nothing 
of the saving in freight, resulting from reduced tonnage. 
One user saves as high as 13c per case in materials alone. 


2. REDUCE STRAPPING COSTS. The Gerrard 
method saves at least 25% in labor and materials as com- 
pared with other metal bracing methods and container 
resistance becomes stronger by actual test. The cost figures 
of one customer show a saving of $4,000.00 yearly in the 
cost of preparing shipments alone. 


3. REDUCE PILFERAGE AND DAMAGE. Gerrard 
round bands of steel reduce pilferage because they add so 
materially to the damage resisting qualities of the container. 
They hold a case as if in a vise, often more than trebling 
the resistance of boxes to rough handling. Gerrard round 
bands of steel eliminate most losses resulting from damaged 
containers which leave the contents exposed, or from insuffi- 
cient protection which allows the petty thief to easily and 
quickly pilfer a case. 


The Gerrard method is the forerunner of better customer 
relations and a sure remedy for pilferage and loss and 
damage claims. A Gerrard Engineer will gladly give you 
complete facts. Tell us where to send him. 


Gerrard Wire Tying Machines Co. 
1944 South 52nd Avenue :: :: CHICAGO 
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4500 Miles 
of its 
Own Lines 


THE FLOUR INDUSTRY 


| EDMONTON ¢ 


A CALGARY 


VANCOUVER 


SEATTLE! Y SPOKANE’ 


Boston, Mass., 40 Central St. 
409-410 Iro- 


Buffalo, N. Y., 
quois Bldg. 

Chicago, 

Trust Bldg. 


Chippewa Falls, Wis. 


Cincinnati, O., 709 ‘Traction Bldg. 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 811 Transportation Bldg. 
Duluth, Minn. 320 West Superior St. 


Grand Ra vids, Mich., 414 Lindquist Bldg. 
lis, Ind., 522 Merch. Bank Bldg. 


Indianapo! 


Ill., 707 


THE TRAFFIC WORLD 


Between 
All Points 
in the 


East & South 


Northwest 
Western Canada 
North 
Pacific Coast 


A WINNIPEG 


‘MOOSE JAW 


e 
EMERSON: 


ALWAYS DEPENDABLE 


AGENCIES 
Kansas City, Mo., 738 Railway Ex. Bldg. 
Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 Wisconsin St., 
Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- 
quette Ave. 
Neenah, Wis. 
New York, N. Y., Woolworth Bldg. 
Omaha, Neb., 725-26 W. O. W. Bldg. 
Philadelphia, Pa., Cross Bldg., Locust St. at 15th. 
Pittsburgh, Pa., 2041 Oliver Bldg. 


Standard 


Serving the 
Heart of the 
Great 
Northwest 


THE STEEL INDUSTRY 


To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
company same to Canadian port of 
entry. . 
SAULT SAINTE MARIE 


M, 
4Nig, 
Ug 
BESSEMER. 


MENOMINEE 


MANITOWOC 
SAINT PAUL ' 


MILWAUKEE 
Portland, Ore., 8rd and Pine Sts. 
St. Louis, Mo., 2050 Railway Exch. Bldg. 
—- Minn., 1112 Merchants Nat'l Bank 
dg. 
San Francisco, Cal., 675 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Superior, Wis. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT - 


CARE SOO LINE 
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THE INLAND WATERWAYS CORPORATION 


Operating the 


Mississippi-W arrior Service 





FEDERAL BARGE LINE 


O MINNEAPOLIS 


O BUFFALO 
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To the 
SOUTHWEST In announcing opening of 
Via the new interchange terminal 


at Baton Rouge the accom- 
Baton Rouge panying map is presented to 
show in a general way the 
territories of origin and des- 
tination where through rail- 
barge-and-rail rates now af- 
ford attractive savings in 
freight charges from north- 
ern points to Louisiana and 
Texas. 








The Barge Route offers 
economies in which you 
should be sharing. 


EAGLE PASS AL 


cavs™ 
LAREDOO Copies of tariff showing 
yeure the new rates may be obtained 
fASTO ofa pNnaNnP : 
Rio GRANDED from the undersigned. 


“ BRownsviiie 


Your competitors are using the Barge Line increasingly and with growing satisfaction. 
All inquiries are promptly and courteously answered. 


You can address the nearest representative or Theodore Brent, Traffic Manager, 
. Customhouse, New Orleans. 
Chicago, Iil., Los Angeles, Calif., Mobile, Ala., San Francisco, Calif., 
510 Austin Bldg., 703 Transportation Bldg., Van Antwerp Bldg. 415 Custom House, T. B. Esty, 
H. E. Ruddiman, General Agent J. M. Ford, Commercial Agent H. M. Wilson, Commercial Agt. Pacific Coast Representative 
Birmingham, Ala., Memphis, Tenn., New Orleans, La., St. Louis, Mo., 
822 Brown-Marx Bldg., 1224 Cotton Exchange Bldg., 200 Board of Trade Annex, 244 Custom House, 


N. W. Guice, General Agent C. E. Becker, General Agent J. W. Mooney, General Agent F. C. Reilly, General Agent 
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“DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
FALO all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


No. 12 



















Canadian Pacific Railway............. Pennsylvania........... 
N Canadian National Railways.......... via Rouses Point, N. Y. Lehigh Valley .......... jv Wilkes-Barre Pa. 
Quebec, Montreal & Southern........ Central R. R. of N. J... .. 
Boston & Maine................... via Mechanicville, N. Y. Naan. racks as edhe +. Binchamton. N. Y 
3URGH SN GUIs oo rece ei ceescss via Albany, N. Y. Lackawanna........... a oo 
Lehigh Valley.......... via Owego, N. Y. 





DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 
which adds approximately 25 per cent to the hauling power. 





Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


| All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


| DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, A. W. Ackley, Division Freight Agent, 
D & H Building . 191 Main Street 
C. F. Beck, General Eastern Freight Agent, PHILADELPHIA, PA.—Telephone Rittenhouse 1271 


D & H Building SL. 
ATLANTA, GA.—Telephone Walnut 5464 . eh 


Monte Pickens, Jr., Commercial Agent, 1420-26 South Penn Square 
913 Healey Building __ PITTSBURGH, PA.—Telephone Grant 5516 


BOSTON, MASS.—Telephone Liberty 4106-4107 7 : : 
1 ¥. . Wheslee, Mow Gnatend Beclitt Agent, S. Y. Baldwin, General Agent, Freight Department, 


As 513-514 Bessemer Building 
ae A pe = od of Commerce Building : : 
BUFFALO, Y.—Telephone Seneca 853 H. A. Dietz, General Traveling Coal Agent, 


513-514 Bessemer Building 
. W. _. General Agent, Freight Department, PLATTSBURG, N. Y.—Telephone 698 
722 Ellicott Square Building E. H. D Divisi E 
CHICAGO, ILL.—Telephone Wabash $994 Tae thee Een Freight Agent, 
.- A. Flanders, Jr., General Agent, Freight Dept., ridge Street 
7 1101-02 Webster Building, SCRANTON, PA.—Telephone Bell 4751 
327 South LaSalle St. J. J. Coyle, Division Freight Agent, 
MONTREAL, QUE.—Telephone Uptown 7424 D & H Passenger Station 
James Fitzsimons, General Canadian Freight Agent, ST. LOUIS, MO.—Telephone Garfield 1651 
106 Drummond Bldg., 511 St. Catherine St., West J. B. Stewart, General Agent, Freight Department, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 1021-1022 Pierce Building 
Max V. Beckstedt, General Agent, Freight Dept., TROY, N. Y.—Telephone 765 
1446-48 Woolworth Building, F. J. Forster, Division Freight Agent, 
233 Broadway Union Station 


es 


W. G. Story, General Freight Agent, Albany, N. Y. 
ee F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 6 
F. W. Nyland, Coal Freight Agent, Albany, N. Y. 
C. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


99 W. J. MULLIN, J. T. LOREE, 99 
General Traffic Manager Vice-President and General Manager 


ALBANY, N. Y. 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE —e 
BETWEEN NEW YORK AND MONTREAL THE MONTREAL LIMITED 


Esty, ROUTE OF 
THE MONTREAL LIMITED 





CITY 


Railway Exchange Bldg. 


Merchants Bank Bldg. 


KANSAS 


INDIANAPOLIS 


@ 
® 


Majestic Bldg. 
Manzana de Gomez 


@ DETROIT 
@ HAVANA 


Hippodrome Bldg. 


@® DENVER 
Boston Bldg. 


@ CLEVELAND 


Southern Pacific Bldg. 
® CHICAGO—PASSENGER DEPT. 


® CHICAGO—FREIGHT DEPT. 
33 West Jackson 


Ellicott Square Bldg. 


@® CINCINNATI 
Wiggins Bldg. 


@ BUFFALO 


Woodward Bldg. 
Old South Bldg. 


@ BIRMINGHAM 
@ BOSTON 


@ ATLANTA 
Healey Bldg. 
@® BALTIMORE 
Union Trust Bldg. 
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Where they reach 


Where to reach them 





The Fourth Sectton—éth Article 


“The Interstate Commerce Act prohibits discrimination, 


but not all discrimination. 


The kind of discrimina- 


tion which it does prohibit is that which is undue.” 


Trans-Continental Traffic. 


The Trans-Continental Lines were built 
to handle Trans-Continental traffic. From 
the very first they competed with the ships 
for it: Ships via Cape Horn; ships via 
Straits of Magellan; ships via Isthmus of 
Panama; ships via Isthmus of Tehuantepec; 
and finally ships via the Panama Canal. 


The railroads met the ships’ rates to the 
ports with rail rates to the ports. They 
competed for the traffic where the compe- 
tition was. If the traffic was destined to 
an interior point, it paid the same local over 
the port, whether it had moved by sea or 
by rail. 


Thus the water competition was met 
equally at all points. 


If the rail rate was 10 cents above the 
water rate at the port, there was neces- 
sarily the same difference of 10 cents at the 
interior point between the water rate plus 
the local to such interior point on the one 
hand, and the rail rate plus the local from 
the port to such interior point on the other 
hand. 


There was discrimination, but it was not 
created by the rail rate, but by the water 
rate, which the rail rate was made to meet— 
hence such discrimination was not undue. 


Later articles will deal further with reasons for 
which fourth section departures are permitted. 


For Information 
Write, telegraph or 'phone 


®) ‘‘General Agent, Southern Pacific Lines’’ &® 


SOUTHERN PACcIFIc LINES 
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